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—) This glimpse of CITROEN’S 
. new, revolutionary DS 19 is merely 
a hint of the unparalleled CITROEN 
features -hat places the DS 19 years ahead 
as the most advanced expression of 
automotive engineering . . . dist*nctively 
French . . . so unmistakably CITROEN. 
Here is a rare blend, combining the 
performance of the sports car with the 
luxury of the limousine .. . 
chic Parisienne elegance wedded to 
the road-hugging power of 
a Monte Carlo performer! 


DS 19 the new CITROEN... is here! 


> Here is a richly rewarding experience that 
will have you literally floating on air! 
We cordially invite you to see the safest 
car in the world, the DS 19, in the 
CITROEN Showrooms today . . . where a 
complete demonstration awaits you! 
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* Some of the DS 19 features, essential for 
safety and comfort at all speeds, appear for 
the first time in automotive history. 


For more information and Citroen Dealer nearest you write: 


ciTROEN CARS CORPORATION 
300 PARK AVENUE, NEW YORK, N. Y. © 8423 WILSHIRE BLVD., BEVERLY HILLS, CALIFORNIA 


* THE CITROEN DS 19 IS THE ONLY CAR, COMBINING AS STANDARD EQUIPMENT, ALL THESE 
EXCLUSIVE FEATURES: FRONT-WHEEL DRIVE % MONOSHELL BODY * NEW DS 19 OHV ENGINE 
WITH DUAL THROAT CARBURETOR *% POWER DISC-BRAKES * INDEPENDENT FRONT AND REAR 
BRAKES % CENTRAL HYDRAULIC SYSTEM WITH AUTOMATIC CLUTCH AND AUTOMATIC GEAR- 
SHIFT *% SAFETY “NO-SPOKE” STEERING WHEEL AND SAFETY DASHBOARD % EXCLUSIVE CEN- 
TRAL FIXATION OF THE WHEELS % LOWEST CENTER OF GRAVITY * UNIQUE CITROEN OIL-AIR 
SUSPENSION ... THE ONLY SUSPENSION THAT ACTUALLY FLOATS YOU ON AIR OVER THE ROAD: 


















see CITROEN 
FEATURED ON 
GULF OIL’S 
“LIFE OF RILEY” 
TV PROGRAM! 


























Product of AUTO UNION G.M.B.H. 
Winner—European Touring Championship for 1955 
German Championships for Touring Cars 1955 
Monte Carlo Rally to 1300 cc for 1956 


This remarkable car has FRONT WHEEL DRIVE, and only 7 movings parts 
to the engine. The powerplant of the DKW has no VALVES, TAPPETS, 
or CAMSHAFT in the amazingly simple engine; the pistons connecting rods 
and crankshaft—the only moving parts—rotate on roller bearings. 

The 2-stroke system obtains high power which also 

results in 30 miles per gallon. 


FULL LINE OF PASSENGER AND COMMERCIAL MODELS 


Importers and Distributors 


WESTERN U.S. EASTERN U.S. CANADA 

Peter Satori Co., Ltd. Germanic Auto Dist., Inc. British Motors Ltd. 
325 W. Colorado 566 Whalley Ave. 623 Yonge Street 
Pasadena, Calif. New Haven, Conn. Toronto, Ontario 











MORE POWER FOR THE 2.4 JAGUAR 
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BORGWARD BUL.08 A HOT ONE! F. 42 


A storm of rumors started 
when Chuck Porter’s neat 
Special at first appeared. 
For SCI’s exclusive track 
test on this new boomer, 
turn to page 8. The car was 
Ektachromed by Rolofson. 
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very sincerely yours: 


HERE have been, and still are, men who can slam a fist through a 
door panel but it’s a fact that it’s a lot easier to drive an awl through 
the same piece of wood. 

For a lesson in contrast between the fist and the awl, turn first to page 16 
and digest the road test of the Morgan TR-3, then look at the following 
spread. The handwriting is clear: the classic sports car, slab-sided, perpen- 
dicular and. styled like a coffin riding on four harps is on its way out—and 
not only for competition either. Nobody felt more the passing of the “pure” 
styled MG than did we. Something was gone that could never be replaced, 
leaving only the Morgan and the HRG to carry on the idea that a sports 
car is primarily a stock automobile into which has been poured as much 
extra power as possible and from which has been taken as much weight 
as is compatible with the laws of the land and nature. The reasons for the 
change are plain to see, though. 

This fall a small group of earnest Germans punched this lesson home in 
a way that cannot be ignored. Using an engine of no more than three cubic 
inches they managed to put an honest 122 miles into an hour, To make it 
even more pointed, they slowed down some and wrung 252 miles out of a 
single gallon of fuel at 68 miles an hour! In contrast, the hottest of the 
earlier MG's of the perpendicular period could barely squeeze out 110 mph 
even when souped to the crumbling brink of reliability and carrying 30 
times as much displacement. The MG people immediately afterward took 
to the salt with a machine of their own and proceeded to rewrite the class F 
record book all the way up to 12 hours, 

To the purists the new machinery may not be as appealing as the per- 
pendicular pieces of the past but there can be no denying the fact that the 
new equipment is efficient. To see just how efficient, turn to page 20 and 
read the record. 

* * * 

Last month we promised to start a series on methods whereby the anchors 
hung by manufacturers on their products could be removed. On page 24 
we present one of the best yet—the 2.4 Jaguar. Without doubt this short 
stroke engine is one of the most rugged sixes ever built. An oversquare set-up, 
the new little Jaguar should be able to take just about any amount of 
stress that eager rebuilders can put into it. That the standard Jaguar can 
take the hot rod treatment is common knowledge (a hopped up Jaguar in 
a sprint car copped the Pike’s Peak climb) but there is a limit to the amount 
it'll stand without voicing a protest in loud and expensive ways, particularly 
if the stress is in the direction of vastly increased engine speed. The new 
one won't have that fault. Best of all, most of the material for a full-race 
conversion can be found in the Jaguar parts bin. If you want something hot, 
get cozy with your Jag dealer! : 

* * * 

Jaguar’s kissin’ cousins, MG and Austin-Healey have some red hot new 
items under study, too. One of the objections to the BMC engines, the 
design of which is common to both cars, though larger in the A-H 100, is 
that breathing is somewhat restricted due to the obsolescent porting (three 
exhaust ports, two intakes). The engine in MG's record streamliner indi 
cates their thinking. Austin-Healey also has a new engine, a six this time. 
By the time the next issue rolls around we'll have the dope on what these 
new plants can do, Also coming up will be the full scoop on what they are 
and what is inside. See you then. 

—john christy. 





WHEN IN NEW YORK visit R. GORDON & CO. 
32 East 59th Street OPEN EVENINGS 


LARGEST SELECTION OF 
SPORTS CAR BOOKS 
AND is THE WORLD 





54. THE BIG RACE. 128 superb Ciaranabe 
reproductions by Carlo Demand. Dramatic inci- 
dents in the history of motor racing. From 1895 
to 1955. $4.00 
56. JUAN MANUEL FANGIO. His motor-racing 
story from the beginning up to Le Mans 1955 
— illustrated $5.50 


42. BEYOND EXPECTATION. The Volkswagen 
5 $4.00 


Story 

63. THREE POINTED STAR — by Scott Moncreiff 
A history of the Mercedes-Benz from 1885 to the 
present $7.50 
61. PURSUIT OF VICTORY — Karl Kling. The 


ite story of one of Germany's leading drivers 
illustrated $4. 


62. RALLIES. TRIALS & GYMKHANAS. The only 
book on the subject — with photos, drawings & 
diagrams $5.00 


60. THE ““MOTOR” YEAR BOOK poe An illus- 
trated review of the year’s new cars, technical 
trends, racing and records $4.00 


57. THE “MOTOR” ROAD TEST OF 1956 CARS. 
$2.00 
= - “AUTOCAR” ROAD TEST OF 1956 
$2.00 


55. THE RACING CAR by Clutton-Posthumus 
Je nkinson A history of the racing or GP car 
from the 197 Panhard to the type 25] Bugatti 


47. FROM VETERAN TO VINTAGE - - by K. Kars 


lake & L. Pomeroy. A history of motoring and 


motor cars from 1884 to 1914 $10.00 
53. ~ er MOSS’'S BOOK OF MOTOR 
SPORT $2.50 
37. THE JAGUAR ENGINE. $2.00 
14. THE CLASSIC CORD. $5.00 
13. DUESENBERG. $5.00 


65. FAMOUS AUTO RACES AND RALLIES. A story 
of the drivers desi gners and cars in races and 


rallies from 1865 to the present $5.00 
64. MAINTAINING 1 THE BREED. A revised cnd up 
to date story of M. G.'s $6.00 
32. THE BUGATTI BOOK. $7.50 
18. UP THE STRAIGHT — by Russel Brockbank 
$2.00 
43. OVER THE LINE — by Russell Brockbank 
$2.00 


16. ROUND THE BEND-—by Russell Brockbank 
$2.00 


MAGAZINE SUBSCRIPTIONS FOR THE 
LEADING AUTOMOTIVE PERIODICALS 
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R. GORDON & CO., INC. Dept. FM | 
i 32 East 59th Street. New York 22, N. 
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VW and PORSCHE 





Calericmte your VW, 


Porsche, Renault 


FOR ONLY J [4 Cc 


SIGNAL 
LIGHT 









INJECTOR 
PUMP 





NYLON 
TUBING 








GREASE 
DISTRIBUTOR 


= No more searching for garages with lifts small enough to fit your 


WITH THE 
LINCOLN ENGINEERING 


Multi-Luber 


Only one moving part! 
2,000 pounds pressure! 
Greatly prolongs car life! 
Pays for itself in no time! 


car. No more waiting for grease jobs. No more careless attendants who 
force road dirt into the grease fittings, and miss (or disregard) hard- 
to-get-at fittings. All these problems are eliminated by the automatic 
Multi-Luber! You grease your car in 4 seconds — while you are driving. 
(The best way to lubricate bearings is while they are in motion.) 


Multi-Luber can be installed in your car in approximately two hours. 


Grease is forced into the fittings at 2,000 pounds pressure. The Pilot 
Light shows when the cycle is complete and also serves as a Warning 


Light if any line is clogged. Multi-Luber gives you that “just-lubricated” 


ride every day, with absolute dependability. 


Only $29.95 





WORLD 


4 - BARREL 


ALSO 


Illustrated: 


CHAMPIONSHIP 
For VW 


PORSCHE 
JAGUAR 


RENAULT 
BORGWARD 


FREE-EXHAUST SYSTEM 


es “A MUST on stock, blown or modified!"’ 
Sports Cars Illustrated. These revolution- 
ary ABARTH Free-Exhaust Systems are of 
straight-through design, and feature efficient 
muffling action without power loss. Exhaust 
gases are fully scavenged from the combustion 
chambers. The brass tail pipes are chrome- 
plated. Available for the following cars: 
All VW's $32.50 « Deluxe, for 56 VW’'s $34.50 
All Porsche $39.50 * Jag XK-140 $79.50 
Renault 4CV $19.95 « All Borgwards $34.50 








SEPARATE INSTRUMENTS ALSO AVAILABLE 
Fuel Level Gauge $12.00 
Precision Ammeter 4.95 
Oil Temperature Gauge 10.75 


Warning Light/Relay for above Oil 
Temperature Gauge or Fuel Gauge 


Chromed Under-Dash Mounting Bracket 1.75 


FROM MOTOMETER OF GERMANY 
Complete 
Vw 
Dashboard 


m A beautiful and functional dashboard for 
your VW! Includes a Fuel Level Gauge with 
low-gas-level Warning Light, a Precision Am- 
meter, and an Oil Temperature Gauge with 
Signal Light to warn of excessively cold or 
hot oil. Each dash-illuminated instrument has 
a chrome ring, and is mounted in a_buff- 
enameled chrome-edged panel $34.95 





FROM MOTOMETER OF GERMANY 


Competition - Type 
Tire Testers 


@ Correct tire pressure is vital for top acceler- 
ation, peak performance and proper cornering 
technique. MoTest gauges are accurate and 
rugged instruments with Calibration Control. 
They can even be used as Master Gauges! 
Capillary-type, as shown, 9-43 lbs.* $2.95 
Clock-type, 2” dial, 10-50 pounds 1.95 
Clock-type with 16” hose, 10-50 lbs.t 3.50 
Including Genuine Leather Pouch 
tIncluding Snap-Cover Box 


For ANY Car! 


AUTOMOTIVE 
INDOOR-OUTDOOR 


AIR eo 
Thermometer 


@ Now available in America! The world’s only 
Indoor-Outdoor Automotive Thermometer. In- 
dicates inside and outside air temperatures. 
Warning Light automatically signals ice con- 
ditions on the road. A terrific safety device! 
The instrument is illuminated, and can be 
installed in ANY car. 25” cHrome dial. 

TH-311-6V (For 6-Volt Systems) $9.95 

TH-311-12V (For 12-Volt Systems) $9.95 

Chromed Under-Dash Mounting Bracket $1.75 


Write For Booklet + Dealer Inquiries Invited 


FISHER PRODUCTS - 21-25 44th DRIVE - LONG ISLAND 1, N. Y. 








letters 


what is it? 
Dear Editor, 

Since I started reading your maga- 
zine I've found that it contains some 
of the most comprehensive information 
and articles I've yet read. I particularly 
appreciate the fine technical articles 
and photography as well as the de- 
tailed drawing you feature. 

In your September issue you state 
that the HWM owned by Tom Car- 
stens is the car that was used for the 
crash sequence in “The Racers.” I've 
seen the movie three times, and believe 
that you are in error. I could well be 
wrong, but I think the car used was 
a Le Mans Replica Frazer Nash, al- 
though it wasn’t exactly like other 
FN’s I’ve seen. What about it? 

I'll be looking forward to reading 
your mag every month. It’s truly a 
different and_ refreshing after 
reading some of the other junk now 
in print. 



















one 





John H. Case, 
Loring AFB, Maine 


Sorry, John; you’re wrong. It’s an 
honest mistake, though — there are a 
number of outward similarities and 
the movie people are noted for dis- 
guising automobiles. — Ed. 


accidental bash 


Dear Editor, 

Speaking of the “bash” in your Au- 
gust issue drew a silent chuckle from 
my wife and I as we had our “cross 
country sprint” quite by accident while 
touring through southern Arizona. 









“English Trial” for our '54 TF when 
we discovered our new route included 
irrigation ditches, gravel pits and a 
variety of livestock wanting to “bash” 
it also. 

And my wife played real “navigator” 
when the desert road markings became 
so dull that she had to depend upon 
the sun’s position for our directions. 

Fred Williams, 
Coronado, California 








license bracket 1 


“MOTOR” YEARBOOK 1956 


The illustrated review of the year's new cars, technica! trends, 
racing, and records, edited by Laurence Pomeroy, author of 
THE GRAND PRIX CAR and MOTOR'’s technical editor, and 
Rodney Walkerley, sports editor of MOTOR, Britain's automo- 
tive weekly. More than 150 illustrations in the 256 pages of 
this beautiful hard covered book. The most wonderful FREE 


Dear Sir: 

We read with interest John Chris- 
ty’s “Very Sincerely Yours” column in 
the September issue of Sports Cars 
Illustrated and our sympathy goes to 
the hundreds of sports car owners who 








é ° book we have ever offered. Please send your order now while 
mee been stopped by a Highway we still have stock. We guarantee satisfaction. If you haven't 
Patrolman, not for speeding, but for bought from us before, ask your enthusiast friends about our 
the omission of that front: license service. We're pretty proud of our service and our customers 
plate. Unfortunately, most of the tell us they like it. Order on coupon below at $4.00 or get 


it FREE on your book order of $12.00 or more. 
sports cars on the road today have no | 


provision for such a plate. This is to 
inform you that we are able to offer 
the sports car owner a new item called 
“Holda Plate.” Custom designed for 
the individual car, this holder permits 
the mounting of license plates to meet 
law specifications. 

Vilem B. Haan, 

Beverly Hills, California 


176 ‘*Motor’’ Yearbook, 1956 (on book purchase less than $12.00) $4.00 


HIGH PERFORMANCE CARS 55-56 = 
FREE with every purchase of $6. 00 or veo 


Annual volume of road tests made by John Bolster. 
Contents: A British Master, Stirling Moss; 
TR2; How Road Tests are Carried Out; 
Benz 220A; Porsche Spyder; Lotus Mk. VIII; M. G. Ex. 182; Alvis 
TC21/100; D-type Jaguar; H.W.M.-Jaguar, Sunbeam ‘‘Monte’’ Winner; 
Daimler Century; R.G.S. Atlanta; Elva; 2.3 litre Salmson; Sports- 
Racing & Series Production (Theo. Page); Riley Pathfinder; Produc- 
tion Car Racing; Modified Standard Ten; Alfa Romeo Giulietta; Ford 
Thunderbird; Drawings by Theo. Page; Hill-Climb Championship; The 
Motor-Racing Year. 11 High Performance Cars 55/56 (on book pur- 
chases less than $6.00). $2.00 
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Partial Table of \ *. 1955 
Competitions with a Triumph = 
Mercedes-Benz 300SL; Mercedes- 


engine swap 





Third FREE offer! Order $18.00 or more worth of 
coupon below and get BOTH ‘‘Motor’’ Yearbook, 
Performance Cars, 1955-56 FREE: If you already own one or other 
of these books, you may ask us to substitute ‘Motor Road Tests 1955.°’ 
Or ask for our surprise substitution! 


THE BIG RACE: 


books on the 
1956 and High- 
Dear Sir: 

I have recently bought your maga- 
zine and find that it contains count- 
less items of interest to me. Keep up 
the good work. And now a question: 

I have recently purchased a '32 Ford 
street roadster and would like to give 














The Story of Motor Racing 


Money Back Guarantee — Order on Coupon Below 
The Road & Track reviewer says:‘’ . of the 88 pages of well written 
text material, over a third is devoted to historical background, while the 





it : oratelv- ice > 4 J balance of the ‘story’ is a chronology of Mercedes-Benz‘s re-entry into 
it a moderately-priced but efficient V8 ee tees Saat te nee ca ile ta cae caey 8 
mill. Can you specify one for me? postwar racing as viewed by the great Stuttgart factory, though not 


officially so. The story is very interesting and in fact much better than 
found in any other account we have read. The 128 pages of illustrations 
by Carlo Demand are alone worth the price of the book—they are ab- 
solutely sensational. Arranged chronologically, and carefully indexed as 
to subject, these illustrations portray motor racing’s progress — from 
Gottlieb Daimler’s first race in 1894 to Moss’ winning the G. P. of England 
in 1955. Every prominent or outstanding car is shown in its respective 

ee Poa era, not omitting Murphy's Duesenberg of 1921, numerous Bugattis, Alfa 
128 full page illustrations Romeos, Maseratis, the Auto-Union, etc. A hard cover book, 216 pages.’’ 
36 The Big Race $4.00 


Thanks. 
William Perry, 
Johnstown, Pa. 


a 
Or ROTOM HAL ENS 


rut sTeRs 





The Chevrolet V-8 would undoubt- 
edly be your best bet. It is easily 
adapted and weighs very little. — Ed. 





155 The Sports Car: Its Design and Performance by 
Colin Campbell. The Technical Correspondence Editor 
of Road & Track in ,answer to a request for a good 


7 SPORTS AND CLASSIC CARS by 
Jaderquist. History of sports cars from 
Over 100 photos. 466 oversized pages. 


Borgeson and 
1920 to date 
Buy it from us 





learning fast 


Dear Sir: 

I have just finished reading your fine 
June issue and my congratulations go 
to Doug Gardner of Las Vegas for his 
pertinent letter on sports and Detroit 
cars. They are both designed for dif- 
ferent purposes and let’s keep it 
that way. 

I also want to congratulate your 
Editorial Chairman, Ken Purdy, on his 
outstanding book “Kings of the Road.” 
Before reading it, I hadn’t even known 
sports cars existed. In my book, Ken's 
tops in this field. 

Final bouquets for your exciting 
road tests and your technical reports. 
The road tests are so well done that I 
feel I’m sitting right next to the driv- 
er; the technical reports are a little 
over my head but perfectly clear after 
my mechanic father explains them to 
me. 

Johnny Brulhart, 


Ponoka, Alberta, Canada 





reference book on suspension and chassis design says 
by far the best book is The Sports Car: Its 

Design and Performance by Colin Campbell! 
Our fastest selling sports car book. The first thorough 
and systematic treatment of the sports car from a 
technical point of view, yet in layman’s lenguage. 
Partial Table of Contents—Chapters: Develooment of 
the Sports Car; Engine; Cylinder Head Design; Induc- 
tion & Exhaust; Engine: Miscellaneous Components; 
Engine: The Trend of Design; Road-Holding; Suspen- 
sion; Chassis Frame & Body; Transmission; Brakes; 
Tuning; Performance; Future Developments; Glossary 
of Technical Terms; Index $6.50 
37 Juan Manuel Fangio, World Champion, New! $5.00 
17 SPORTS CAR RALLIES, TRIALS AND GYMKHANAS. 
First book on subject. New! $5.00 
18 THREE POINTED STAR. The story of Mercedes-Benz. 


New American Edition Just Out $7.50 

20 PURSUIT OF VICTORY—Kari Kling $4.00 
5 TUNING FOR SPEED AND ECONOMY $4.00 
6 DRIVERS IN ACTION $3.50 
99 MG WORKSHOP MANUAL $7.50 


35 GRAND PRIX—the new sports car racing game. Cars 
move by specifications on Watkins and Sebring courses. 
A game of skill, not of chance. Beautifully made, this 
game will sweep the sports car world. Be the first in 
your group to own one. $9.95 plus 50¢ packing/post- 
age. Remit $10.45. Sent on unconditional guarantee. 
Return in ten days if not satisfied. (in earning free 
books, GRAND PRIX counts as a $3.00 purchase only.) 
“The ideal Christmas present!" 


and get a FREE copy of Motor Yearbook, 1956 $12.50 
141 GRAND PRIX CAR, Volume 1 $16.50 
142 GRAND PRIX CAR, Volume 2 $20.00 
143 GRAND PRIX CAR, 2 volume set $31.50 
162 Annual Automobile Review 1956. A review of 
motoring during 1955; Sport—Racing—Design, com- 
piled by the greatest specialists. This magnificent 
book nears perfection in production and contents 
81'' x 122‘; 230 pages; 18 full color plates; ex- 
clusive pictures and drawings; over 400 photos; and 


bound in hard covers for the first time 
38 From Veteran to Vintage by 
Laurence Pomeroy. Highly praised 


$7.50 
Kent Karsicke and 
in August Road & 


Track review $ 8.50 
8 THE JAGUAR ENGINE, By Heynes $ 2.00 
151 MODERN SPORTS CAR—McCahill $ 3.95 
138 DESIGN AND TUNING OF COMPETITION 
ENGINES by Phillip Smith $ 7.50 


115 CAR DRIVING AS AN ART by Sammy Dovis $ 3.00 


76 AUTOMOBILE CHASSIS DESIGN $ 6.95 
15 CARACCIOLA (autobiography) $ 4.00 
13 TARGA FLORIO $ 4.00 
28 THE HIGH SPEED INTERNAL COMBUSTION 
ENGINE by Ricardo. A classic $11.00 
100 TUNING AND MAINTENANCE OF MGs $ 4.00 
152 THE BUGATTI BOOK $ 7.50 


161 Volkswagen Story, BEYOND EXPECTATION..$ 4.00 
175 STIRLING MOSS BOOK OF MOTOR SPORT $ 2.50 
1 SPORTS CAR BODYWORK. REDUCED $ 5.00 


7 ——— ORDER ON THIS COUPON - - CIRCLE THE BOOKS YOU WISH —-—-—; 


| To ROBERT BENTLEY, INC., 8 Ellery Street, Cambridge 38, Mass. : 
| enclose $ —__. check money order Please supply books circled at left. Send to: | 
Toe ee ee Ue AD 0S WF 1S aR ome... | 
135 36 37 38 76 99 100 145 138 141 
Street | 
] 142 143 151 152 155 161 162 175 176 
Roeaki ___Check if you wish our free catalog.) City Zone State___ | 
| 5 176 or 11 F 
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SCI’s tester, Russ Kelly, gets a 
cockpit check from owner Chuch 
Porter before moving onto track 
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by Jim Mourning & Russ Kelly 


Photos by Bob Rolofson 


Dunlop Extra Super Sport spare 
is carried in aft compartment 
in compliance with FIA code. 


HEN THE CARS pulled onto the starting grid for 

the main event at the Pomona circuit recently, eyes 

popped all through the pits. There, apparently, 
lined up with an assortment of Ferraris, D-Jaguars and back- 
yard bombs, was a Mercedes 300 SLR. 

Actually, of course, it was nothing of the sort, for the fac 
tory retired those astonishing racers from active competition 
many months ago. What the drivers and mechanics were 
gaping at was the Mercedes 300 SLS (the second S for 
“Scrap”), a Special making its debut out of Chuck Porter's 
body shop in Hollywood. 

The marked resemblance to the 300 SLR is more than 
mere coincidence. Porter designed the car from his own shop 
walls, which are adorned with European race posters pictur 
ing the silver screamers. The only deliberate deviations are 
a higher front end—to provide clearance above the stock 
radiator—and the switching of the headlights from the fend 
ers to the grill opening. 

The story of the Mercedes 300 SLS is every bit as striking 
as its appearance. It all began when a 300 SL went out of 
control, flipped on its lid, skidded 1300 feet and burned. The 
driver came out of it feeling not much worse than the insur 
ance company when they had to ‘total’ the car. 

It cracked, broke or burned nearly everything listed in the 
stock inventory. And the remains were all bundled up in a 
package that measured about three feet at the top of the ‘gull 
wing’ doors, which point was about three inches lower than 
the hood line at the time. 

For six months the car sat in a wrecking yard collecting 
rust and corrosion. At that point, Porter, a body shop owner, 
entered the picture. This looked exactly like what he had 
been searching for—the basis for a really potent special at a 
price he could afford. A few days and $500 later, he dragged 
the car away. And “dragged” is the right word; one side of the 
frame touched the ground and pieces trailed out behind it. 

Porter considered the situation from all angles and came 
to the conclusion reached by many car lovers before him 


Dash panel, seats, and placement 
of gauges are Porter's design. 
Wheel and shift are stock Merc. 





At San Diego, Chuck Porter 
placed second in class to one of 
Enzo’s potent 3 litre Monzas. 


Kelly drifts the Stuttgart 
imitation through the esses 
at Willow Springs. 


there isn’t much you can do to a Merc to improve it me 
chanically. Consequently, he decided to restore the chassis 
and engine as new and concentrate on cutting the weight 
down by building a new super light open body resembling 
as closely as possible the factory SLR. 

When the work began, he probably entertained doubts as 
to whether the $500 buy had been such a bargain after all. 
Many hours of work with a torch were required to remove 
the body. When the body was removed, it revealed a mass of 
broken and bent tubes that little resembled the neat geo 
metric pattern that was covered at Stuttgart. In addition, 
fire damage had been more extensive than Porter had first 
realized. Few of the smaller aluminum castings could be 
salvaged. Unfortunately, this included expensive brake drums 
and the fuel injection pump. 


Rolling up his sleeves and recruiting his friends, Porte 
began what is probably one of the fastest jobs of Special 
building on record. Only by extensive use of the frame rack 
was it possible to pull the chassis frame back into enough 
shape so that bent tubes that were beyond repair could be 
replaced. By working eight and ten hours a night after his 
shop closed, the damaged parts were either repaired or re 
placed by the end of the week and the rebuilding began 
When the chassis was ready for wheels, Porter made his first 
departure from stock by fitting magnesium wheels. 

In addition to the fuel injection pump, a major casualty 
the engine suffered from having been left in the open for 
six months with a damaged cam cover. However, by caretul 
cleaning, most of the original parts could be used in reas 
sembly. The only improvement on this engine, almost new 
at the time of the accident, was the installation of the fac 
tory’s optional competition cam 

With the car ready for a body, I 
of .064 aluminum, took his plans to Jack Sutton noted Cali 


ortel pure hased $500 worth 


fornia body builder who formed the compound bends, then 
carted the bundle back to his shop to tackle the job of final 















SPORTS CARS ILLUSTRATED 





a= 


Reventlow, Porter, and Kelly (in car). 
The fast, aluminum bodied 300 SL was 
brought in as a comparison to the SLS. 


NOVEMBER ’56 


The 300 SLS coming through one of the tightest turns at Pomona. In spite of difficulty with the fuel injection 
timing which left the car embarrassingly short of revs, Porter finished eighth overall, and recorded 3rd in class. 





shaping and fitting the skin to the renovated discard. 

This kind of a car taking shape in a body shop located 
in Hollywood couldn't escape a lot of attention. Mysterious 
rumors started; the most popular reported that Porter had a 
pipeline to the Mercedes factory which was supplying him 
with full information so that he could bring the engine up to 
300 SLR specifications. This tale was apparently widely be- 
lieved by people who find it difficult to count above six. At 
any rate, the bench racers kicked the car around quite a bit 
and their arguments about whether it would go or not usually 
deadlocked at the it-will, it-won’t stage. 

Most of the conflicting reports on the performance possi- 
bilities of this car can be settled by simple arithmetic. A good 
slightly modified 300 SL fuel injection engine will pull 240 
BHP on an engine dyno. Chuck Porter’s SLS weighs 1750 
pounds. Add another 250 for fuel, oil and driver and you 
come up with around eight pounds per horsepower. A modest 
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Mercedes 300 SL engine after restora- 
tion. There is virtually no trace this 
engine was once a melted mess of metal. 


Steering wheel is stock 300 SL as are 
instruments and stick shift. Note 
floor step for leg comfort. 


acquaintance with the rear suspension of gull wing Mercs 
assures you that the swing axle will efficiently translate into 
acceleration a high percentage of the torque coming off the 
back of the gearbox. So here in the tricky world of automo- 
bile arithmetic is a car that should perform creditably . . . but 
how about the two most important variables—the ability of 
the driver and the handling characteristics of the car on 
the course? 

Porter has the often-heard answer for the first question, “If 
I can’t drive it, I'll find someone who can.”’ This is, of course, 
a loaded statement, but Porter is believable when he says it. 
For the second of the big questions, Porter invited SCI to 
determine the answer at Willow Springs. 

It seemed a good idea that since the SLS is little more than 
stock, with the exception of the lightweight body, that it 
should be directly compared on the course with a fast 300 SL 
coupe. It turned out that the fastest coupe on the west coast, 





























ABOVE: Removed spare uncovers 
tank, high boost fuel pump (left), 
battery, and part of rear suspension. 
BELOW: Drawing of 300 SL engine. 
Damaged parts included injection 

pump, cam cover, and intake tubes. 


























It took a week to straighten and 
replace the bent and cracked tubes to 
the original form, shown in drawing. 


even though in concours condition, was available. Belonging 
to Lance Reventlow, it is fitted with a special factory alumi- 
num body, has a number of magnesium castings substituted 
for the stock aluminum ones and has magnesium wheels. The 
suspension has received attention in the form of competition 
springs and shock absorbers. The engine has the racing cam- 
shaft and has also had a few hours spent on it by people 
who know what they’re about. 

On the trip to the course, the 300 SL proved to be the sort 
of a road machine you dream about but never even have a 
chance to use—the finest things in life are very costly indeed. 

Fully warm from its run from Los Angeles, the coupe was 
used to scout the course. A few fast laps brought home 
forcibly the fact that even if it is “without exception a Gran 
Turismo machine par excellence”, it still isn’t a car you can 
enjoy in closed course competition. When you're in a hurry 
the acceleration can be called almost frightening but that’s 


SPECIFICATIONS 


> SERRE neers 240 bhp @ 6100 

WO, CN kin 6 04 cas avecdiover 217 @ 4800 

Dawe, GON oaks oie cn vcdvvcace 3.35 x 3.46 ins. (85 x 88 mm) 

Dieplacomet oo. 6... cccc cesses 182.8 cu. ims. (2996 cc) 

Bore-stroke ratio ............... 1/1.04 

Compression ratio .............. 8.55/1 

We Ba ac a aakecbes.c vk teen Parallel valves, single overhead 
camshaft, chain driven 

We NI as ois onic wie oo veka Robert Bosch direct, timed fuel 
injection 

ME Soi Cs gos cw aaa be tve eae Robert Bosch battery & coil ignition 

RON rae ook nies casce wes Dry sump 


CHASSIS: 

Front suspension ............... Independent with coil springs, 
forged, unequal length 
wishbones 

Rear suspension ................ Independent with two-pivot swing 
axle, coil springs, hypoid bevel 
gears 

Shock absorbers ................ Double-acting hydraulics, front & 
rear 

Dea 6 a ah on wn ks deekend Daimler-Benz recirculating ball 
type, hydraulically damped 

Steering wheel turns ........... 1.7 from lock to lock 

Turning diameter ............... 38 feet 

Brake drum dimensions ......... Width 3.54 ins., Diameter 10.23 ins. 

Brake lining area .............. 258 sq. ins, 

WOON MOU Bis bcc ce ccicoe sevens Five, .55 ins. diameter 

MR ais eure dk soc e ss sabes 6.50 x 15 Dunlop 

be ee Dare eo 94.5 ins. 

WIIG 5 vices 5 o'o 0 o's wr desbee 54.5 ins. Front, 56.5 ins. Rear 


Transmission Approximate Speeds with Optional 
Gear Ratios Final Drive Ratios — MPH 
I—3.34 to 1 4.09 tol 3.64tol 3.42tol 3.25tol 
II—1.97 to 1 34 39 42 44 
III—1.385 to 1 59 67 71 75 
1V—1.00 to 1 84 96 101 107 
127 145 155 161 
GENERAL: 
RE) ys cae eae ss ss bs ckvwenke 16 ft. 10 ins. (178 ins.) 
WN cs pce + oe 0c tw wana 5 ft. 10.5 ins. (70.5 ins.) 
WOE o's eee sks cis ceca 2557 Ibs., dry. 2855 Ibs. ready toe go 
with full fuel tank (34.5 gals.) 
RATING FACTORS 
WO Wer OU Kisses. Racing cam 1.31 
Bhp per sq. in. piston area ._... Racing cam 4.54 
Lbs.-ft. torque per cu. in. ........ Racing cam 1.19 
Piston speed @ 6400 rpm ....... 3575 ft. per min. 


Porter at Pomona. This was the first race 
after the restoration. At Santa Maria, the 
300 SLS ran to an overall first place in one race. 


nothing compared to what you might call trying to stop. 
Since the end of every straight is usually attached to a corner, 
the ability of the brakes to deliver you there at sometimes 
risky velocities sets you up beautifully for the Teutonic Sun- 
day punch—this car in a corner will pick you up on you! 
slightest indiscretion and turn you every way but loose. 

The habit of coming suddenly and violently unglued is 
supposed to be a little more subdued with the competition 
suspension, some drivers even claiming that with it you can 
actually pick the point you're going to leave the road. These 
are harsh words, but for all its publicity, the 300 SL is not a 
racing car and nothing could make it more apparent than a 
a switch from it to Chuck Porter’s SLS. 

When you drop into the sparsely padded seat of the SLS, 
you're immediately aware that Porter has magically caught 
that indefinable feel of a business-like car as well as the looks. 
All the controls are placed conventionally and comfortably. 


(Continued on page 52 ) 





Il 




























Hexed since the rabbit first grew its power in the wrong set of legs. 


the front wheel drive is fast coming into a new era of popularity. 





Clutch housing, final drive and transmission are con- 
tained in one unit on the SAAB 93. Inboard universals 
consist of two yokes bonded in rubber at right 

angles as in a Hooke joint but without trunnion. 
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MERWIN DEMBLING 


FTER fifty years in the gloom of the doghouse, front 
drive is at last coming out into the sunshine of success. 
Long regarded as an engineering freak, and super- 
stitiously shunned as a shortcut to bankruptcy, the layout 
that puts the driving wheels up front where the power lives is 
now taking its rightful place alongside the rear-engine layout 
and the conventional engine-forward, drive-aft arrangement, 
as one of the accepted ways of moving an automobile over 
the road. 

And about time, too, André Citroén died broke before he 
could see his Traction-avant become one of the most popular 
cars in France. Bucciali shot himself after he and his brother 
spent every last centime they had trying to perfect a front 
drive design. Even the magnificent Supertraction couldn't 
pull Lucien Rosengart out of the financial hole he was in — 
any more than the desperate measure of putting a front 
drive car on the market could restore the failing fortunes of 
Chenard and Walcker, Donnet, Voran, Derby, or our own 
\uburn-Cord. These are by no means the only front drive 
cars that failed to make the grade: they are only some of the 
more spectacular failures. In England, Alvis changed their 








Tracta constant velocity ,oint on the 
Gregoire Sport is a tricky bunch of 
yokes held in place by a lubed housing. 











production policy; went from conventional drive to front 
drive, took a severe beating, and went back to the standard 
layout just as the vultures were circling to swoop. 

B.S.A., long famous as motorcycle manufacturers, tried 
automobile manufacture with the front drive Scout. They 
are sadder but wiser motorcycle manufacturers today; the 
Scout is no more. Henry Kaiser was about to take the fre- 
quently fatal step in 1946, when he bought the blueprints 
of the prototype Aluminum Frangais-Grégoire for possible 
production in the U.S.A., but in the end even he shied off 
and produced the conventional article. 

This is galling to engineers, for according to the slide-rules, 
pulling a car along the road with powered front wheels is 
in every way more efficient than powering the back ones via 
a wobbly transmission shaft and pushing it. 

It is easier to understand what’s right with front drive after 
a brief look at what’s wrong with the normal system. To begin 
with, a good deal of the time the driving force of a rear- 
drive car isn’t being applied in the direction the car is going. 
It is being applied at a tangent to the car’s direction. Since 
the driving wheels are rigidly parallel to the chassis, when- 
ever the front wheels are turned for steering there is an 
appreciable angle between the direction of drive and the 
direction in which the car is moving. This puts a severe 
strain on the suspension, steering, hubs, tires, and chassis, 
which leads to a lot of costly stiffening and strengthening, 
but doesn’t prevent the car from turning over when taking 
a corner just too fast for the geometry of its design. 

Ihe wheels that drive a front drive car always point in 
the same direction as the ones that steer it. They have to: 
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Looking at SAAB 93 engine from the front, every 
thing looks wrong-end-to. Final drive is just aft 
of engine, and transmission sits behind final drive. 
Fan assembly and radiator are behind engine. 














Unattractive but desirable, the Citroén 2CV offers economy, dependability, low power and front drive to motoring French. 
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The DS 19 Citroén manages a 
full turn in 36 feet despite its 
123 inch wheelbase. 





Lloyd streamliner scorches the bank at 
Montlhery. Car has 386 cc engine, and 
wheels that pull instead of push. 





The Rzeppa constant velocity joint in 
the beautiful ’37 Cord consisted of five 
steel balls in a machined cage. 





they’re the same wheels. Since the car is never in two minds 
about going in one direction, its structure.can be lighter 
all around. And as for cornering at speed: even if the rear 
end starts to skid, a little more gas will drag the car back 
on course. It is possible to turn a front drive car over on 
a corner, but the feat is so difficult it takes a bigger-than- 
average dunce to manage it. 

Not all the credit should go to the direction of drive. 
The fact that the concentration of doings is in the neighbor- 
hood of the front axle makes for better weight distribu- 
tion, and so, a more stable vehicle. 

In the conventional layout, a heavy engine on one end 
of the chassis and a heavy axle and differential on the other, 
make the car a crude sort of flywheel. A bump in the road, 
a sidewind, or even a sharp tug at the steering wheel lets 
momentum try to spin the car around its center of gravity. 
Normally the friction between the tires and the road is 
enough to damp this potentially nasty effect, but on un- 
friendly surfaces, such as ice, it can cause rear-end break- 
away and skid the car out of control. 

Flywheel effect can be held to an absolute minimum by 
concentrating the heavy parts of the car right at its center 
of gravity, but this ideal solution to the problem is imprac- 
tical because of the extreme difficulty of persuading pas- 
sengers that it’s fun to scorch their bottoms sitting on a 
hot engine. The next best solution is to group the weights 
at one end of the car. As far as this goes, rear engine and 
front drive designs are equally good. Front drive, however, 
has a few bonus advantages. 


Chief among them is the fact that a front drive layout 
automatically gives the car a center of gravity well to the 
front, which means better braking, more stability, and the 
ability to take sharper curves at speed. These handling 
qualities decrease as the center of gravity moves back, and 
theoretically might make a rear engine car difficult to control. 
However, the rear engine layout is used mostly in cars with 
very short wheelbase, and even then designers try to get as 
much weight as possible over the front axle by loading the 
nose-end trunk with the battery, spare wheel, tool kit, and 
jack, and tearfully begging drivers to cram whatever empty 
spaces remain with baggage. 

Moreover, a front drive car’s center of gravity is low. 
There is no need to raise the height of the passenger's 
compartment floor in order to accommodate the transmis- 
sion shaft under it. There is no transmission shaft, so front 
drive cars can be built considerably lower than conventional 
ones and still provide enough room for full size people to 
sit upright in. Overall height is thus kept down, eliminating 
the upper reaches of bodywork that sway so annoyingly 
from side to side when cornering with. a conventional car. 

The automobile designed to take advantage of all the 
good points of front drive generally looks sleeker and sharper 
than the ordinary family runabout. It will generally be low 
slung, spacious, and long, and will have the extended, 
slender hood that marked the vintage sporting thoroughbred. 

Looks aren’t the only reason for the long hood on front 
drive cars. The hood has to be roomy enough to accom- 
modate not only the engine and radiator, as in ordinary 
cars, but also bits and pieces that are normally kept under 
the car, such as the differential, or smuggled into the pas- 

















senger space, such as the clutch and gearbox. 

The first glance into the engine room of a vintage front 
drive classic is apt to be a bit of a shock. Everything is 
wrong-end-to. Beginning at the radiator end — assuming 
that there is a radiator, and the car is not aircooled, which 
sometimes happened — there would be the differential, the 
gearbox behind it, and then the clutch — followed finally 
by the engine. Running the length of the engine would be 
a rod, which plunged into the gearbox at one end, and 
whose other end, carried through cowl and dashboard, 
sticks out horizontally in the driver’s compartment as a 
more or less recognizable gear shift. 

It is really quite remarkable the amount of hardware 
front drive designers manage to snuggle under the hood. The 
Tracta, a French example of the twenties, mounted a water- 
melon-size differential and two chunky brake drums under 
the radiator. On today’s Citroén DS 19 the hood is the size 
of a small airport; opening it one must cross a vast expanse 
of spare wheel-mounted almost flat — before striking radiator 
or moving parts. But perhaps the most startling sight of all 
was the one revealed by opening the hood of the Stoewer, 
a German front drive creation of the thirties. There behind 
the radiator was a second radiator: one for water and the 
other for oil — but it didn’t look any less odd when you 
knew the explanation. The Hoffman, an American con- 
traption that never got past the prototype stage, was to be 
merchandized on the boast that its hood was no longer than 
the hood of an ordinary car. Why this was considered any- 
thing to boast about back in 1930 isn’t clear, but in order 
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The X-Ray view of the new DKW shows the layout of 
the spacious car. As in the SAAB, the engine is 
mounted well forward of the front axle. Note the 
rigid steel chassis frame. 


to bring it about, Mr. Hoffman combined the differential 
and gearbox in one housing, then smuggled the end of the 
engine into a hollowed-out space behind the dashboard. 

Front drive has so many virtues that it must have been 
the air drag on its halo that, until recently, kept it from 
getting to first base. Actually every front drive car that 
folded up did so for its own reasons, very few of which had 
anything to do with the peculiarly front drive parts of the 
mechanism. And every defect that front drive does have 
has been advanced as the reason for the failure of America’s 
one and only front drive effort: the Cord. 

For the benefit of the younger and greener, the Cord 
was the stepchild of the Auburn. It appeared in 1930, when 
the parent company was in hot financial water, and disap 
peared in 1937, leaving the company stone cold daid in de 
market. A beautiful, almost luxurious automobile, it was 
powered by a jumbo-size straight eight, and in later models 
a V8, Lycoming engine, and its electromagnetic gearbox was 
the last word in depression-days gadgetry. 

A depression was a bad time for a shaky concern to risk 
everything on a queer automobile, but this is seldom men 
tioned by the kind of experts who know all about the Cord 
because their elder brother used to date a girl who late1 
married a guy whose father’s boss once had one. These 
experts go in for real colorful explanations of the Cord’s 
unravelling. 
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hood was a bad mistake,-since it looked so much like a 


Some claim dead pan that its distinctive lozenge-shaped 


coffin it scared off potential buyers. There is no answer to 
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T’S LONG been an axiom among students of racing 

that the first cars of a new concept are invariably 

beaten by the more highly developed products of an 
older school. Grand Prix cars got through this stage back 
in 1934, when the radical new German machines were 
being trounced by the classic Alfa P3’s. Since then each 
year has seen more converts to the scientific approach to 
car design, but somewhere there has always been a cart- 
sprung, loose limbed veteran showing those whippersnap- 
pers how it should be done. 

Due to its unique road conditions, England has been 
the traditional stronghold of the classic sports car. With 
the HRG “gone modern” in a big way, the Morgan remains 
the sole representative of a superseded era. Some may 
quibble that independent front suspension takes it out of 
this class, but the Morgan system has remained substantially 
unchanged for forty years and even today is “independent” 
in name only. Though Production Class E has seen the 
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arrival of many promising newcomers, such as the Triumph, 
Doretti, and Arnolt-Bristol, a sharply-tuned Morgan will 
still lead the way to the line. 

Since many prospective Morgan owners may have racing 
in mind, then, we were particularly fortunate in being 
able to test a car that had been prepared for this purpose 
at the Morgan works in Worcestershire. As an entry for 
Sebring, 1956, the TR3 engine on this car had been cleaned 
up, tuned and balanced within stock specifications, at an 
additional cost of $270. In Florida it was rolled in practice 
with minor consequences which have since been rectified, 
and it now being used daily and in competition by Joe 
Ferguson, Jr., Vice President of the eastern importers, 
Fergus Imported Cars, Inc. 

The 1956 versions of the Plus Four Morgan have been 
lightened by fitting one angled spare wheel at the back 
instead of the old double vertical arrangement, and rubber- 
bushed shackles have finally replaced greased sliding trun- 












































































































BELOW: Rear of cockpit can 
hold little beside top and 
side curtains except when 
canvass 1s in position for moist 
weather. Wooden floor can 

be lifted for access to twin six 
volt batteries and Salisbury 
hypoid rear axle. 
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Beneath that long louvered hood lies the jolting TR-3 mill that will tackle 
6000 rpm and then some without a sound of complaint. Ample room around 
the four-barrel makes tuning a pleasure. 


nions at the backs of the underslung rear leaf springs. 
Armstrong instead of Girling shocks are now used all 
around, with tubulars at the front to control.the short 
travel of the compact sliding pillar suspension. In 1955 
these Mogs started coming through with front brake drums 
a quarter of an inch wider than the old 1.5 inches, to 
try to bring the stopping power into line with the increased 
speed provided by the hot TR2 engine. Brakes are: still 
by far the weakest point of the car in racing, however, 
and the modern competition seldom gets ahead until 
they go. 

It’s odd, but the above criticism is a strong tribute to 
the Plus Four, since by production sports car standards 
the brakes are quite good. Pedal feel is firm and progressive, 
and pulls the car down smoothly and in a straight line. 
Our ten-stop test showed a lessening of power after four 
or five stops, but not to a dangerous amount, and full 
recovery was rapid. In all other important respects the 
IR3 Morgan is a snorting, fire-breathing road machine, 
ready and willing to take far greater risks than you will 
have the nerve to. Marketing a car of such capabilities at 
a base price of $2655 requires a few sacrifices here and 
there, and Morgans have shown great integrity and courage 
by letting the axe fall on the driver and passenger. This 
is rare in a day when Genuine Leather and polished walnut 
are frequent cover-ups for skimping under the skin. 

Forthright in all respects, the Morgan at once informs 
you that it has definite ideas about seating and wheel 
position. A very positive and deliberate latch opens the 
door from the rear, and hinges placed well forward make 
the most of the available space. The floor is recessed very 
deeply between the Z-shaped frame rails, and in spite of 
the lowness of the car the seating position is almost chair 
like. This complicates getting in, but the toughest job is 
getting out with the top and side curtains up. 

Simple pneumatic cushions ovet angled plywood boards 
comprise the seat cushions proper, while the single-piece 
seat back is shaped and padded over a similar base. Nothing 
is adjustable, and the most that can be said for this ts 
that it contributes a lot to the strength of the coachbuilt 
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Cockpit arrangement. Seating attitude 
is bolt upright on pneumatic cushions. 
Panel is complete, and readable. 


body. A big Brooklands wheel sits near-vertically in the 
driver’s lap and close to his chest, and has the precise 
shape and feel that marks that pattern. The seating posi- 
tion is upright and alert, with most of the spinal load 
carried by the pneumatic cushion. This is not ideal but 
somehow avoids becoming unbearable during long stints 
at the wheel. You simply get used to it. 

Sideways positioning is not too good, and we appreciated 
the seat belts on this car. The fixed legroom is naturally 
close for a six-footer, and elbow room is at a minimum 
with the curtains up but fine when the padded door cut- 
aways are free. Big, well-spaced pedals mean positive control 
but no room for the left foot, which usually rests flat on 
the floor. The handbrake is a good quick-release type, on 
the passenger side of the wide gearbox housing. 

Instruments are big and readable, both by day and 
night, and rally purposes are well served by a trip record- 
ing speedometer on the navigator’s side. There is no 
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Spare for the Morgan is conveniently carried in a 
well just behind gas tank which holds 13 gallons. 





TR-3 engine is equipped with two big bore SU carbs, and enlarged ports 
for better breathing at high revs. Good torque in 
the low ranges gives sharp acceleration in all gears. 


map light, though, and only one open compartment for 
loose objects. Pull-out switches at the center control the 
cowl-mounted wipers and other accessories, while the 
non-cancelling directional signal switch is at the left. 
Ideal for competition in that it can be removed entirely, 
the heavy-weight top snaps down over a simple tube frame- 
work with sturdy Dot and twist-type fasteners. The rear 
window is big, minimizing the rear quarter blind spots, 
and at speed the only top fault is a tendency to lift up 
and out above the side curtains. The latter are clear, 
stiff, and unusual in that they bolt in place from the 
outside, which promotes corrosion but eliminates pro- 
truding elbow-knockers in the narrow cockpit. Except for 
the one defect above the draft sealing is very good, and 
even in the absence of a heater on this car we were warmed 
on chill evenings by heat from the engine and center- 
mounted gearbox, which, however, may not be quite so 


welcome in the summer. . 
(Continued on page 56 ) 




































GUTTA Tb ELE 7 















= 
Ce 
WULIII TITIAN cf 
———— 
VLELISS S114, 






























































Front suspension consists of coil springs, vertically 
sliding spindles. Kingpins are carried between 
outer ends of upper and tubular cross-bars. 


9s apy 


wy WE Set we 


Bandit 


Stiff springing keeps Morgan clinging fast, and flat, through 
tight bends. This factor coupled with the car’s excellent 
acceleration, makes it a tough customer on short courses. 





Side curtains and top are positioned by Dot and twist fasten- 
ers. All, except the crossbows can be removed for competition 
running. Note size of rear window for good rear view. 








SPECIFICATIONS 


TRE 56 het a0cccdecweddas four cylinder, in line 
Valve arrangement .............. Overhead, in line 
Bore & Stroke (Engl. & Met.) .... 3.27 x 3.62 in, (83 x 92 mm) 
Stroke/Bore Ratio ............... 1.11 to 1 
Displacement (Engl. & Met.) ..... 121.5 cu: in (1991 ec) 
Compression Ratio .............. 8.5 te 1 
a eer Two 1% in. SU sidedraft 
eR OS reer ere 100 bhp @ 5000 rpm 
Max. Torque @ rpm ............ 118 tb. ft. @ 3000 rpm 
OE a gain a sos 6s 6 oe ve meers 900 rpm. 
TOP SPEED: 
Two-way average ............... 100 mph 
Fastest one-way run ............. 100 mph 
ACCELERATION: 
From zero to Seconds 


00 WINE cisene dts cca...-sveoeee 
Standing 1/4 mile ............... 18.1 
Speed at end of quarter .......... 76 mph 


SPEED RANGES IN GEARS: 


NE Ee Actual 
Dik iain cee ed sc ckbaeensne tee 

ee Pe Fy rere ere 42 

oo FEE A eee 51 

Gs » cena dine saccdbsessapade 61 

WE Scud Meets inesucdbickechene 70 

BRS SS RE a ee ae 79 

cee Sed beewkddr ics cthdeWee Voews 89 

ict eo cis des oan aads.cn2 ies 99 
FUEL CONSUMPTION: 

ain das bo CaW ci adceiges 22 mpg. 


BRAKING EFFICIENCY (10 successive emergency stops from 
60 mph, just short of locking wheels) 


BO GE cs 66 Seb eck os cos eeense de 65 
ED dase kU AEROS hs ons 6 SaReK eRe « 65 
SE 6 hada ois whee ea ve oe ce lewdees 65 
GUE +i: Cina cg Qed neay +cveee dese 60 
Get Se ee ee 58 
OE us ok coats Cate Dike mhees ve eCesee 55 
WU <5 debnd Pee ab aster Gebed oa%% ee 60 
GE os Kaus wcbbuctccuwe Peehe dueae 52 
Be Ss Si cas «eben dakeiewccbactoees 55 
act aietchbapivendvaxtgueccens 55 


DRIVE TRAIN: 


Transmission ratios Rev ......... 3.44 
oe DOS whe 3.44 
eae 1.98 
Mad + cxinse 0. 1.40 
ae Uy eng ok 1.00 

Final drive ratio (test car) ...... 3.75 

Other available final drive 
WE ee Rers cp uhaiacci cece suum 4.10 

Axle torque taken by ............ rear leaf springs 

CHASSIS: 

OIE edcakecdaceecacecevs 96.0 in. 
a ee 47.0 in. 
ee ee 47.0 in. 

Suspension, front ............... Independent, coil and sliding pillar 

Gumpemsiem, BOSr ..... 2. cc cciee Solid axle, leaf springs, underslung 

frame 

es NOS og oe ais wks os besos Armstrong tubular front, lever-type 

rear 

i lan a diwiaice Cam and sector 

Steering wheel turns Lto L :..... 2 

Turning diameter ............... 33 ft. 

SI as wn as dsp caecdes Girling hydraulic, 2 LS front 

Brake lining area ............... 121 sq, in. 

Ea Gks ca ddine views cgnes four 

GG is oo 0-6-0 cc ovin 04 sles 5.25 x16 (5.50 x 16 on test car) 

GENERAL: 

ESE SR a ee 155.0 in, 

EE EEE eee 56.0 in 

ES OE ee eee 52.5 in. 

I EE Sn cs dpe. ccscers 1940 Ibs. 

Weight distribution, F/R ........ 48/52 

Weight distribution, F/R ........ 

Si Sen a on rvecieese 7/53 

Fuel capacity—U. S. gallons ...... 13.2 

RATING FACTORS: 

TE Ge cawccwetcss ve 0.823 

Bhp. per sq. in. piston area .......2.99 

Torque (lb-ft) per cu. in. ........ 0.976 

Pounds per bhp—test car ........ 19.4 

Piston speed @ 60 mph (std.) ....1750 ft/min. 


Piston speed @ max bhp ........ 3010 ft/min. 
Brake lining area per ton 
(Gest COR) occ ceds PELE Cray 125 sq, in. 

















' By GRIFF BORGESON 








Rear view of Baumm cross section of tail to which 
fin can be tacked for speeds above 135 mph. Note 
roll bar effect of half round interior reinforcement. 





: Against Nevada background, Mueller begins first of record runs. Careful acceleration prevented wheelspin on wet salt. 


UGUST 4, 1956, 7:20 a.m. For the first time in over two 

hours the wind sock at the starting line hung limply on 

its shaft. In the pit area the air became suddenly tense. 

The course steward grabbed the phone and made quick con- 

tact with the observers spotted at one-mile intervals down the 

fastest part of the blinding white, black-lined 14-mile straight- 
away. 

“Mile Four?” 

“Zero.” 

“Mile Five?” 

“Zero.” 

At each station the men were keeping a constant check on 
wind velocity with hand anemometers. And now, although 
the nearby mountains were in partial shadow—a usual indi- 
cation of turbulent air over the salt, it was dead calm the 
whole length of the course. Wilhelm Herz, many times Ger- 
man national champion and former holder of the world’s 
absolute motorcycle speed record, had his leathers zipped and 
his helmet on when the chief engineer said quietly, “Jst gut,” 
and gave the nod that triggered a new attack on the big 
record. 

Herz wriggled into a red, silver and blue shell that encased 
him as closely as a snail’s, and four mechanics gave him a 
starting push. He made an easy warmup run, verified the 
calmness of the air, and came back to the pits for a change to 
racing spark plugs. Then, within what seemed like seconds, 
the streamliner was on its official way. 


































Diagram shows working parts of super- 
charged 110 bhp, 500 cc engine. Plant 





Herz took off in bottom gear, feeding the throttle gently 
to avoid wheelspin, and popped the change into second like 
lightning at about 105 mph. His machine dwindled rapidly 
in the colossal perspective of the Salt Desert, but the roar of 
the engine stayed strong and you could hear him slice from 
second to third at about 150 mph. Then he dropped below 
the horizon, but the hard exhaust note still carried and the 
final shift into Fourth at about 185 mph sounded clean 
and clear. 

Finally, for a few minutes, it was silent. Then a speck 
appeared—floating, incredibly, on a mirage just above the 
horizon. A moment later Herz roared back through the 
timing traps, the fastest man in the world on two wheels. His 
two-way average was just under 211 mph, a full 26 mph 
faster than the record he had just destroyed. ~ 

The absolute record is the one that impresses the world, 
but it is not necessarily the most important achievement on 
the salt last August. NSU, Germany’s biggest manufacturer of 
motorcycles, preved the total versatility of its machines by 
methodically gobbling up every two-wheel record in the 
book. Beyond this, the company’s engineers learned things 
about high-speed vehicle performance that they couldn't have 
found out anywhere else on earth. But probably most im- 
portant, they were able to unleash and observe a wildly 
revolutionary new machine, a vehicle that stands somewhere 
between motorcycle and missile. 

NSU’s unorthodox bomb has a background as improbable 


powered Delphin II, with Herzat bars, to 
over 210 mph. A new world’s speed record. 


The big blown twins. Both 350 and 500 cc 
are identical (the 500 shown here). Only five 
of each have been built due to FIM restric- 
tion on racing blown engines. This led to 
the start of the record breaking runs in ’51 
in order to obtain further use from mills. 


as its appearance. The company entered the world-record 
field relatively recently, and almost accidentally. NSU has 
supported road racing for decades, and its supercharged ma- 


chines were always top contenders, until, in 1951, Germany 


was readmitted into the Federation Internationale Motoci- 
clyste, the two-wheel version of of the F.I.A. The F.1.M. 
formula barred blown engines, and before setting out on a 
new racing-engine design program, NSU’s brass, with Teu- 
tonic thrift, meditated on what might still be milked from 
their heavy, but fearfully powerful blown 350 and 500 c¢ 
engines. The answer was records. The engineers laid out a 
special, long-wheelbase frame and built a new streamlined 
shell that moved with such slick, fish-like efficiency that it 
was named the Delphin or Dolphin. In this machine, late in 
"51, Herz charged down the autobahn near Munich at an 
average speed of 180 mph, a new world’s record. 

The fact that NSU had entered the record-breaking busi 
ness attracted mountains of comment, criticism and well- 
meaning suggestions. It also attracted a remarkable individual 
named Gustav Albert Baumm. He was a frail young man, a 
penniless refugee from the Soviet Zone, blond and bearded. 
He was a motorcyclist, an artist in paint, and a self-styled 
ne’er-do-well with no professional training. All he had, he 
said modestly when he came knocking on NSU’s door, was 
extraordinary engineering talent. 

Needless to say, Baumm the Character, met a certain 
resistance when he tried to introduce himself and his ideas 
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to engineers and board chairmen. “We turned him away 
several times,” an NSU executive admits, “but he wore us 
down. Just to appease him and send him on his way, one of 
our engineers finally agreed to give him a few minutes’ time.” 

This, of course, was what Baumm had been waiting for. 
After two hours the engineer who'd expected to dispose of 
the “crank” with a pat on the head and a quick bums’ rush 
decided he had better call in some higher-ranking brass. 
Baumm, expounding his ideas for a machine that would go 
faster than anything known to man, held them all spellbound 
for the whole day, and they agreed to meet with him a few 
days later on a nearby hill for a demonstration of some of 
his ideas. 

Baumm had no money for building models or prototypes, 
but he had ingenuity. Before the demonstration, he found 
an old ironing board and a pair of bicycle wheels, and these 
he assembled into a skeleton facsimile of the two-wheel ve- 
hicle he could see in his mind—one with small wheels and a 
“deckchair” reclining position for the rider, to give the 
lowest possible frontal area, air resistance and center of 
gravity. When Baumm rode his ironing board down the hill 
none of the NSU executives laughed. The demonstration 
looked so good, in fact, that they gave Baumm an office next 
door to Walter Froede, engineer in charge of research and 
development, and let him loose. Baumm never wanted to be, 
and never was, on the regular payroll. He insisted on being 
his own man, free to work out his own ideas. 

As the work progressed NSU’s diploma engineers became 
increasingly intrigued by Baumm’s personality. He had a 
brilliant mind—filled with stimulating and original opinions 
and theories about a dazzling variety of subjects. His feeling 


NSU engineers at the wind tunnel of the Technical University 
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Herz in Delphin III gets starting push from NSU crew. As 
soon as bike pushes under power, Herz folds legs into shell. 


Diagrams of four power units NSU used to break speed 
records. UPPER LEFT; Smaller version of the Flying 
Hammock — this is a 50 cc two stroker. UPPER RIGHT: 
A four stroke rotary valve engine developing 12 bhp at 
16000 rpm. LOWER LEFT; Larger version of Flying 
Hammock. This is the successful Racingfox engine which 
was reduced from 125 to 100 cc. LOWER RIGHT: 
Ensuring a record speed, this 250 cc DOHC engine 

puts out 42 bph. 


for aerodynamics was awe-inspiring. With a sure, intuitive 
hand he molded the form of his first model, every contour 
contributing to the basic objectives: minimum frontal area, 
minimum drag, optimum lateral stability, downward pressure 
on the body proportional to the vehicle's speed. 

The shape was definitely weird. A cross-section through 
the nose of the projectile produced an oval with its long axis 
horizontal. From the front wheel to the front of the canopy 
the cross-section became an inverted pyramid. From the 
canopy aft it became an oval again but with the long axis 
now vertical. The reason for the vertical broadening of the 
rear of the body, Baumm explained was to permit that sur- 
face to act as a stabilizing fin, whic! 1. could do successfully 
up to speeds of about 135 mph, beyond which point a true 
fin would have to be attached. 

A conventional motorcycle has an air resistance, or Cw 
factor, of about 0.80. NSU’s first Delphin streamliner had a 
Cw of just 0.28, obviously good. But when the time came to 
take Baumm’s model to the Stuttgart Technical Institute’s 
wind tunnel for testing, the existing standards of aerody- 


namic efficiency went down the chute. After the first air 


resistance readings, the technicians in charge explained with 
some embarrassment that evidently there had been a break- 
down in the instruments and that there would be a delay 
until the trouble could be located. But the only trouble was 
that the Cw of the Baumm bolide was low beyond the experts’ 
belief—it was a fantastic 0.11! 


(Continued on page 62 ) 


Men at one mile intervals along course checked 
wind velocity with hand anemometers calibrated 
in meters per second. Runs were attempted 

only when wind was at zero over entire course. 





Wind velocity had to be zero over entire course area. Un 
fortunate fin-over-canopy flip occurred when Herz tried to 
correct error in course direction caused by side wind. 
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Engineering drawing of the 2.4 
Jaguar engine shows the plant's 
good points—short, stiff connect- 
ing rods, straight ports and 
two-cam head. Restricted intake 
manifold is readily apparent and 
represents first point of attack. 


BY KARL LUDVIGSEN 


N SPITE of the overwhelming supremacy in numbers 

of the modern V8 engine, there are still a lot of very 

good reasons for building the “outmoded” six. On all 
the points of production, cost, maintenance, piston area 
and mechanical efficiency it offers a useful compromise 
between the simple four and the more complex eight. 
Inherently, the six is the best balanced of the common 
engine layouts, and its carburetion and exhaust systems 
are very easy to plan for maximum cylinder charging. 

As a result of its smoothness and freedom, the six is often 
at its best when there’s a lot of area on the tach to be 
covered. When properly set up, they can be winding fools, 
as those will testify who have heard the two and three 
liter Maseratis in full song. Mercedes has fielded hot sixes 
from the SSKL’s to the 300 series, and the modern Lancia 
V6’s and Aston-Martins are equally known for potency. 

Unfortunately this type of engine has been beaten into 
the dust in this country by economy-minded manufacturers, 
but even here the Chevy, GMC and Willys sixes have been 
polished up to put out properly. Without doubt, though, 
one of the most remarkable stories since the war concerns 
the 3.5 liter Jaguar six. This engine is not modern in all 
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Fully capable of 100-plus miles an hour 
in stock form, the new sedan can be 
made to storm by a few simple changes. 























Stiff con rod used in 2.4, right, com- 
pared with rod from XK series engine. 
Short rod is practically indestructible. 


respects, having been laid out around 1946, but since its 
introduction in late 1948 it has been steadily developed 
to the point where it is producing very nearly twice its 
original horsepower. Some late American V8's have also 
approached this, but their strokes are a lot shorter than 
that of the Jaguar, which at its power peak has a piston 
speed of about 4000 feet per minute. This is like turning 
a Cadillac to 6600. 

SCI has covered the 210 cubic inch Jag engine before, 
though, and the really newsworthy item now is the power- 
plant in their Two-Point-Four sedan for 1956. William 
Lyons needed a smaller-displacement unit for his freshly- 
designed smaller four-door, so his engineers simply lopped 
off the stroke of the big version, leaving the bore and 
other important dimensions the same. This removes the 
one big objection to the XK engine, and opens up a brand 
new field for experimentation. 

For one thing, assuming the above maximum piston 
speed, the 2.4 engine should easily be capable of 8000 rpm 
without danger of immediate bearing failure. When exam- 
ining and reworking this mill, this potential should be 
kept in mind and all efforts made to approach it. This 
is the only way to wring real power from 151.5 cubic inches. 
Similarly, the revs alone are of no use if the engine can’t 
breathe fully at that speed. 

One of the most inspiring features of the 2.4 is of course 
its ridiculously rugged bottom end (in view of its present 
output of 112 horsepower). This was a natural result of 
the design procedure, which chopped 2°!» inches off the 
block height and produced a new crank and connecting 
rods to suit. In search of manufacturing simplicity, the 
bottom face of the block is machined off on the centerline 
of the crankshaft. This stiffens the block structure laterally 
at this point, but doesn’t give positive location for the 
seven main bearing caps, each of which is retained by two 
bolts and two locating dowels. 

The block is cast in a chrome-iron alloy, and carries 
part no. C8611. Since it doesn’t house a camshaft, the block 
is nearly symmetrical and thus avoids most bore distortion 
resulting from uneven expansion. A °% Inch oil gallery 
runs along the right side of the crankcase, and feeds the 
mains through 34 inch ducts. Since the center main is 
heavily loaded, it alone is not required to supply oil to 
the crankshaft big-end drillings. The Hobour-Eaton pump 
operates at half engine speed, partially submerged in the 
sump supply. Slightly less than six quarts of oil are carried 
in a wide section at the rear of the sump, which allows 
low overall height akin to that of a dry sump, and requires 
a remote oil pickup. The full-flow oil filter housing includes 
a pressure relief valve, which lifts at 50 psi. | 

The crankshaft in the big Jag engine is renowned for 
its sturdiness, but the new short-stroke version is a real 
honey. Forged of EN 16 steel, its seven mains are 23, 
inches in diameter and one inch wide except for the front, 
center and rear, which are 114 inches wide, Thrust is 
taken at the center main, all these details being identical 
to the big engine. The big-end journals are 2.0863 inches 
in diameter by one inch wide, and these figures along with 
the 3.01 inch stroke give an idea of the healthy amount 
of crank web overlap between adjacent journals. Both 
here and throughout the engine, oil holes and passage 
junctions are countersunk and bevelled to reduce stress 
concentration, improve flow and avoid manufacturing 























































Ports in stock Jaguar head have plenty 
of meat for porting operations, removal 
of more than 1/16 total is unnecessary. 





Pistons, l. to r. are 2.4, XK 140 MC, 
120 M and stock 120. Short 2.4 piston ts 
good for most modifications. (See text) 
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Standard XK 120 and 140 intake manifold will fit 2.4 head with no changes since pattern is same. Manifold uses large 134,” SU’s. 


filings in the system. 

Standard bearing shells are Vandervell D2 Bimetal, bab- 
bit-lined, but Indium-coated lead-bronze shells are available 
for hard work. These have the necessary extra clearance 
built in. The crank itself is part no. C8628, while the mag- 
nificent connecting rods are numbered C8417. These alone 
make the older engine look like a refugee from a tractor 
factory, since they measure a squat 55% inches from center 
to center. Forged of EN 1613, they weigh in at one pound 
914 ounces complete with cap, shell and bolts. This is 
not light. but no strength has been sacrificed, and for 
high loadings we might take a leaf from the Jaguar D-Type 
book and polish both these and the crankshaft all over 
without removing any significant amount of metal. The 
wrist pin bushing is of Clevite 10 phosphor bronze, and 
is 1.08 inches long with an inner diameter of 7% inch. 

In other words, this little engine has a bottom end which 
is unique among production sixes and outstanding even in 
racing company. Fortunately the head layout is such by 
deliberately choking down the 2.4. As a matter of fact, 
the standard data are hardly worth mentioning, since they 
are back in line with the first XK 120. Both the cylinder 
head and the upper camshaft chain carrier are fully inter 
changeable with those offered for the bigger brother, how- 
ever, so the changes can be rung all the way to D-Type 
equipment, about which more later. 

The overhead valves are inclined at an included angle 
of 70 degrees, and seat on Brimol austenitic cast iron inserts 
in a symmetrically-machined hemispherical combustion 
chamber. The seats are fitted at 150 degrees C, while the 
cast iron valve guides are pressed in at 80 degrees C. Stand- 
ard valve sizes are 134 inch intake and 1%, exhaust, ant 
the valves themselves are of a nice tulip shape and well 
polished. No. C8248, the intakes are made of EN 52 silicon 
chrome steel, while the no. C8213 exhausts are Fox 1282 
austenitic steel. 

Along with manifolding changes, this basic head can be 
made to work very well if the ports are cleaned up, but 
a really worthwhile basis would be the C-Type head casting, 
which readily accommodates valves of 174 and 114% inches, 
and is the foundation of the production D-Type head. All 
these heads are of course aluminum castings, of DTD 424 
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If full-race modification ts desired 
D-Type manifold might do trick. 
Use double-choke Weber or Solex 
carburetors or six side draft Amal 
or Carter variable venturi units. 


alloy, and the standard part is no. C6733/1. The complete 
head assembly weighs 50 pounds, in contrast to 120 pounds 
for a similar cast iron head. 

A lot of study has gone into the design of the Jaguar 
intake ports, which are given a marked curve to improve 
turbulence and thus running smoothness. This does not 
apply quite so much to flat-out power, however, and it’s 
possible that a slight straightening of the contours might 
improve cylinder filling at the very high engine speeds 
we're reaching for. There’s not much meat along the pas- 
sages themselves, but some could be lightly trimmed, 
specially at the outer ends, and the intake manifolding 
inclined accordingly. As in the works heads, the intake 
valve guide can be cut back even with the port surface. 
The contours near the seats are critical and should be 
touched lightly, if at all, while the chamber itself is very 
well finished as stock. 

Pistons for both 7/1 and 8/1 ratios are available for 
the 2.4, their numbers being C8632 and C8633 respectively. 
The higher ratio is the only one we should consider, un- 
less supercharging is contemplated, for which 7/1 might 



































The reverse or mating sides of 
two manifolds also point up the 
advantages to be gained by swap. 
The ports in the XK manifold at 
bottom are almost a third larger 
in area than those of the 2.4 
layout. Different shape of 
water ports is unimportant. 





be better. Unfortunately, Jaguar doesn’t supply sodium- 
cooled exhaust valves, though they have experimented with 
them. 8/1 piston is tin-plated aluminum alloy, and weighs 
slightly more than one pound three ounces. It has a 
[-slotted short full skirt and a flat crown chamfered to 
fit up into the chamber. Larger flat chamfers at each side 
prevent valve interference. In general these should be very 
satisfactory, but for higher compression ratios custom pistons 
would be in order, which might be of the slipper type 
and have more extreme version of the standard crown. 

\s a sidelight, some might wonder if the compact 2.4 
piston would fit in the big engine, but with relation to 
the rings and the upper bore edge the 2.4 wrist pin is 
4, inch lower and the crown slightly less than 4. inch 
higher than those in the 9/1 XK piston. As a result the 
2.4 piston would stick up some 7%» inch higher, and couldn't 
be accommodated without alterations that would seriously 
weaken the crown strength. If you decide to try it, though, 
be sure to let us know! It would give a fine compression 
ratio, somewhere in the neighborhood of 11 to 1 — while 
it lasts. (Continued on page 55) 
















A comparison between 120 mant- 
fold, bot. and 2.4 log, top, shows 
restriction to breathing in 2.4. 
Two manifolds are interchange- 
able, turning Jaguar parts bin 
into made to order speed shop. 








Extreme stiffness of the 2.4 crankshaft (bottom) 

is seen here. Although both main and rod journals 
are the same in both cases, the short-stroke 2.4 

shaft is materially strengthened by overlap at web 
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ROAD TEST: 





Classic grille and fender lines of the 2208 set it 
distinctively apart from today’s styling trends. 
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Mercedes 220 four door sedan, respect tor Daimler- 

Benz has been substituted for something short of 
wonder and incredulity as to how one firm can build such 
a fine car for such a relatively low price. We picked up the 
220 test car from Rudy Mailander of the Mercedes press 
office in Stuttgart and headed north along the autobahn 
with the destination being Copenhagen, Denmark, where 
we were to meet an airplane from Los Angeles. The odom- 
eter read 13,000 kilometers; 16 days and 5000 kilometers 
later, I returned the car to Rudy and it was one sad 
moment, for in the short time I had #W 248686, I had 
really grown to love her. Performing perfectly even when 
fully loaded with four adults and a fantastic amount of 
luggage, the 220 is a real pleasure to drive. 

It’s a big car by European standards, but small when 
compared to an American passenger car. Comparing the 
basic dimensions of a 1956 Chevrolet four door, the Chevy 
comes out longer, higher and deeper. The Chevy also 
weighs 600 Ibs. more. All this is hard to believe, but when 
you attempt to place the 220 in a seemingly impossible 


, FTER putting some 3300 hard miles on a normal 
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parking slot, the vehicle’s modest dimensions are really 
appreciated. Again, by U. S. standards, the 220 is conserva- 
tive to the extreme and looks almost old fashioned when 
parked next to one of its American counterparts. However, 
this very lack of the “upswept look,” tacked on chrome, and 
shoddy construction, makes the 220 a refreshing breath of 
clean air in an atmosphere of mass produced iron. The tra- 
ditional Mercedes radiator, the clean fenders, the very sim- 
ple and modest rear end are design features of this car. 
Obviously the European four door sedan market is limited 
in the U. S. A., especially when the price of the fully 
equipped 220s approached $5000 in New York City. Factory 
prices are slightly different, however, and if you buy your 
car in Stuttgart, the basic price for the latest 220s is $2975, 
and depending upon what accessories you want, a complete 
car even with sun roof won’t run over $3500. For many 
American tourists, the 220 has become a really popular 
item, and when we visited the Sindelfingen delivery area 
recently, the number of Americans taking delivery of cars 
was amazing. 

The 220 is a beautiful car to look at; it’s a car that, even 
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Except for the Mercedes emblem, the rear 
of the 2208S might have been designed 
somewhere in the heart of Detroit in ’49. 





The Mercedes plows deep in a quick 60-0 stop. Excellent decelerating power is attributed to ATE servo booster, 
Al-Fin drums, on the front wheels, and finned drums at rear. 


when parked in your garage, is interesting to explore and 
investigate; new items seem to continually crop up that you 
never realized were in the car. Interiors are conservative, 
although any number of bright leathers and fabrics are 
available on request. The dash is constructed of solid wood 
as are the panels around the windows; the glove compart- 
ment door is easily the most solid of any car produced 
today, while the compartment itself seems to be a bottom- 
less pit; a second and smaller real “glove compartment” is 
located on the driver’s side, directly to the left of the steer- 
ing wheel. The instrument grouping is well done, easy to 
read and complete. 

A horizontally reading, dead accurate speedo with an oil 
pressure, water temperature, and fuel gauge arranged below 
it along with two warning lights at either side to tell you 
when your heater blower is on, when your choke is out, 
when your high beams are on or when your direction light 
is blinking, make-up the panel directly in front of the 
driver. One item which we especially appreciated was the 
reset actuator on the odometer: you merely pull on a knob 
as if you were pulling out the choke and the counter is 
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i | The front suspension, steering gear, 
, engine and transmission mount within 
a U-frame which can be unbolted from | 
$ the chassis and wheeled out as a unit. 
The meticulous attention to detail 
while in production makes the 
interior appointments appear 
gracious and comfortable. 








At a speed of 68 mph, the Mercedes bores through a sharp curve on 
the Zandvoort, Holland, track. Car leaned, but did not break away. 
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In an accelerating mood, the 2208 picks up speed in 
third gear. The fully synchronized four speed box allows 
velvet up and down shifts. 


ced 














Grille lifts neatly away with the hood. 
The 112 bhp engine comes equipped 
with dual Solex downdraft carbs. 


automatically returned to zero. An impressive array of 
knobs stretched out along the dash actuate a manual spark 
and choke, a blower for the heating system, a dome light 
for the rear seat passengers, a two-position light switch for 
the instruments and a button to light up either the left or 
right parking light as required in European cities when 
leaving a car overnight. A dippable rear view mirror is 
fitted, as well as dual fog lights which can be operated sep- 
arately or in conjunction with the regular headlights. The 
direction signals are operated by the horn ring, an item 
that has been on Mercedes cars for some time now. These 
are not self-cancelling, however; Mercedes engineers appar- 
ently feeling that the self-cancelling type are not always 
desirable under certain circumstances. Reverse lights are 
built into the tail light assemblies and at night they put 


(Continued on page 64) 
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MERCEDES-BENZ 2205S, four door sedan 


TEST CONDITIONS: 


og ee 
po er Closed 
ND ow as'nd 6% 54d accede 50 degrees F., dry and clear 
MU ith ine e's ca bbe n ne vdsoemand Wind approximately 23 mph 
PERFORMANCE 
TOP SPEED: 
Two-way average ............. . 100.4 mph 
Fastest one-way ................ 101.3 mph. 
ACCELERATION: 
_— zero to 
EW. s. 6 oancd Sbachaneeres 4.3 secs. 
is SDs bs ick deb achoionkewen 7.7 
We I i oc a nS cvaduberke codaes 11.2 
Ci iv. ob K ct eneieeasiae bike 15.2 
a winnie nainia sac aenn 20.2 
Te ns cecnsccnkbeece se caves 28.0 
IS ho ds ck 63 cha aewdielunes 36.0 
Ms bck a béudaenen «caawick 4 42.4 
Standing % mile ................ 20.4 
Speed at end of quarter ........ 73.9 mph 
SPEED RANGES IN GEARS: 
BE oss 0% a Oe ek ewinewaewea ce 0-29.8 mph 
EE cae nc bins 5 00k bwbenes » cede en's 0-47.3 mph 
GG Bikice ac cccccvceeseWanaca 12.5-71.4 mph 
Bie oss 20s «snd gh voucens 18.65-101 mph 
SPEEDOMETER CORRECTION: 
a Actual 
MGds >: dsdebulas oer ceeawuae 28 
r+ NGG s\n eh ias baad o8 eRe 39 
RE ea rae a hepeaoe cece 
rou sox 6s.ccg ceeds veouers 59 
SP Bie aris 66s ccwepincusakebane 68 
Oe ehiesis.cctcpehe ina vegans A 
WE ap ic eccccccnden es ccudes ‘ 89 
ae Anise. dove 99 


FUEL CONSUMPTION: 
ee Pe eee eet 
Average driving (ander 60 mph). 24.5 mpg 
SPECIFICATIONS 
POWER UNIT: 


.ohe 
hee Eee “Enel, & ists." < d 2% inch 80/72.8 
Displacement (nei & ist). 8 tire ¥ 

o<vae ) 2195 
Compression Ratio ..............7.6:1 2s am 
oat 


¢oubaeeeevanndessen eee ge PAJTA, dual choke 
downdra: 


OPM sc ce ccsncwenscs 120 Dip cee rpm 
@ rpm ...........129 Ibs./ft. @ 3800 rpm 
00 rpm 


Ce 





CHASSIS: 
Raaie kk acdeh ee cae ge cee 111 inches 

PID i's « oes Gdaicés inecwes 56% in 

SE a6 con ccs Oucbbccsdgucs 57% inches 

Suspension, front ............... Independent front via wishbones, coil 
springs, and torsion bar stabilizer. 

Suspension, rear ............... Low pivot swing axle, coil springs. 

Shock absorbers ................ Telescopic hydraulic 

I iv cdag oc navoes cues DB recirculating ball type with auto 
adjustment and steering shock 
absorber 

Steering wheel turn L to L ..... 4.5 

Turning diameter ............... 36 feet 

RE a sc evccbccnssbaduven 4 wheel hydraulic with ATE servo 
booster; Front Al-fin drums 

Brake lining area .............. 165 sq. in, 

Wheel studs, circle diam. -...... 5 Kx13 

TRIES 6 6 oc oun ccyehasnenies 6.70 x 13 

GENERAL: 

BIR ina wc cedecese icin be ie ie 185% inches 

, . PREIS A Sie ee 68% inches 

PR be tic ccc. cocsceachbuabewea 61% inches 

pL ee" eee ee 2950 pounds 

Weight Gontbation, F/R, ‘with 

Ek 5 oan aie eka wea 1/1.13 (F/R) 


Fuel toons — U.S. gallons ...17 US gallons including 1% reserve 
RATING FACTORS: 


Pounds per bhp — test car ...... 24.4 Ibs per bhp 
Piston speed @ 60 mph ........ 27.5 feet per second 
Piston speed max bhp ........ 2400 fpm 
Brake lining area per ton 

ED ee obeeseabbavecewes 112 sq. inches 


SE EE SE on 0 bx5 Kodi bweeses 3470 rpm 
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Although driver is seated smack 
in the center of the Cooper, the 
two foot, ten inch high car will 
seat another passenger on left. 


Mr. Cooper’s 


Fusitive From 


a Fire Pump 


RANCIS BACON once said, “The finest things 

spring from adversity.” Although an Englishman, he 

was around a little too early to have made this re- 
mark about English racing cars, but it certainly would 
apply. The miniature industries that produce these cars 
have to struggle to live in an economy that at best regards 
them as frivolous. The purchase tax threatens them, the 
steel they need ends up in dollar-earning MGs. After the 
war they fought desperately for a few courses to race on 
only to have the Italians come over regularly and beat them 
up. How could things be more adverse? 

In 1953 came the first hint of some handwriting on the 
wall. English 500cc cars so completely dominated their 
class that the continentals refused to take their steady 
lumps and left the English to race themselves in Formula 
III. That same year the Formula II Cooper Bristol served 
its limited notice that finer things were to come. Last year 
the Connaught at Syracuse shook the Maserati team by win- 
ning handily. Early this year what the Vanwall and the lone 
BRM did to Fangio (Ferrari) at Silverstone was something he 
hadn’t recovered from by the time Monaco rolled around. 

The U.S. enthusiast is now getting a close look at some 
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of these children of adversity in the form of 1100cc Coven- 
try Climax-engined sports racing cars. When a few of the 
boys stretched the 1100 engine to 1500cc’s by some austere 
modification, probably a rubber crankshaft, these cars gave 
all the English handicappers fits, to say nothing of what it 
did to big car drivers. They found themselves hard pressed 
to better the outright lap records put up on short English 
courses by these fugitives from a portable fire pump. 

First of these 1100 cars to invade the U.S. in force was 
the Lotus Climax (SCI August ’56), but now the Coopers 
are here in numbers to match them and U.S. race fans are 
in for some of the exciting battles that have delighted the 
British and astounded the Italians and Germans. 

The first Cooper Climax delivered in the LA area by 
Warren Olson, the Cooper dealer, went to Lance Revent- 
low, a young man whose taste for fine machinery needs no 
developing. Reventlow cheerfully agreed to a test of the 
car by SCI and Willow Springs road course was selected 
as the test site. 

The first good look at the Cooper Climax is a thought 
provoking one. Rear engines encountered in a new design 
always start the pros and cons of the old classic arguments 




















Most of the controversy about the Cooper Climax centers 


about the manx cat tail—as well it should since that’s 


about all other drivers see of this latest small bore threat. 


By RUSS KELLY 


Cooper Climax cockpit requires a 
semt-reclining position for comfort. 
Dash carries a full line of 
instruments which can be read at 

a glance. Note angle of lever to 





Front brakes have two leading 
shoes,and a brake drum that 

is liberally finned. Rear brakes, 
however, have one leading and 
one trailing shoe each. 


right of steering wheel. 








boiling. Apparently the main objections to this layout are 
weight distribution and a subtle psychological matter for 
the driver that comes from a slightly forward seating position. 

It is only reasonable that John Cooper should have de- 
cided to construct his 1100 on this engine-behind-the-driver 
principle. A satisfactory substitute for practical experience 
in racing car building has yet to be found. Cooper’s long 
background in Formula III racing, where this seeming un- 
orthodoxy of rear engine design predominates, made his 
choice a logical one. His bonus in saved weight and lessened 
frontal area by eliminating the driveshaft and correspond- 
ing high seating position of the driver is considerable, but 
it is doubtful if this had any direct influence on his decision. 

From the race records it seems that Cooper has whipped 
the problem of weight distribution with this little car. But 
how about the driver adjustment problem? Racing sports 
cars have been built for prestige, sold for dollars and the 
handling justified by the statement, “Well, you know only 
three people in the world are capable of really driving this 
car.” John Fox, the Cooper distributor for the Western 
U.S., assured me that the car was a dream to handle. I, for 
one, am happy to say that Foxy was right and that the car 


Added weight of driver does 
almost nothing to change 
the weight distribution 
either laterally or 
longitudinally as can be 
seen in this silhouette. 


makes no greater demands on the driver's reflexes and 
judgment than any other fast car that I have ever driven. 

Even the most hardened of those familiar with racing 
machinery would come a little unglued and show enthu- 
siasm about this car. Just over ten feet long and less than 
two feet ten inches to the top of its headrest, it would seem 
to answer for the car world the question how small is small. 
The Mark II engine develops in excess of 80 bhp and 
weight full up without driver is less than 930 pounds, a 
creditable pounds per horsepower ratio. 

When you enter the cockpit, the seat location calls for 
a long stretch of short legs to avoid leaning against the thin 
side panels of the body. Layout of the controls and the 
seag backrest is such that a semi-reclining position is neces- 
sary for comfort. Strange at first, this position is surprisingly 
easy to become accustomed to and does effectively protect 
you from wind buffeting. Brake, clutch, and acceleration 
pedal are all placed conventionally with the gear shift 
lever located on the righg. The dash carries a full line of 
instruments that are no more difficult to read than most, 
and the fact that you’re centrally seated means you have an 
excellent view of both front fenders. 
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Cooper Climax 























SPECIFICATIONS 





COOPER CLIMAX 
PRICE: 
$5380 
ENGINE: 
NS ee re ta 4, in line 
Bore and stroke ................. 2.8 in x 2.6 in (72.39 mm x 66.6 mm) 
Ra REE SS ay 1098 ec 
ee MS i. wpb ic icdceuen 1,3.4,2 
mpression ratio ............... 10 tol 
SUE Sa tO ila ticcec coe ceaks Max. horsepower 75 @ 6200 rpm 
Inlet Exhaust 
WENOES ioe Bak do's Sinai ew ea Head dia. 134 in. 1-3/16 in. 
Stem dia. % in. %& in. 
Cambese0Gtt wv ade5<s5. cctnes ...+.2 1% SU semi downdraft 
IGNITION: 
Coil and Distributor* 
TONIOT FE Bi ik nnn ibe G ce iniee dc 0.12—.014 
COR GIIE 6 hia sk co diccwienticcces 4 quarts 
CLUTCH: 
7% Borg and Beck 
GEARBOX: 
Wetind s WE sis 0 ow dds enac date 1:1 
ES SRE 1:1.29 
SE SUES iene ns 0 'n 5 On RR 1:1.9 
PONS oid es ikea dncweae 1:2.7 
CECE: pose swear ewan 1:2.7 





REAR AXLE: 
Ratios: 4.5:1 
4:1 
3.7:1 
WHEELS: 
Cast magnesium 4.00 x 15 front, 5.00 x 15 rear 


BRAKES: 
Lockheed hydraulic, 2 leading shoe front, leading and trailing shoe rear 
Drums: 10 in. dia. x 1% in. wide 

STEERING: 
Cooper rack and pinion, Turns lock to lock 1% 


SUSPENSION: 


Independent front and rear by transverse leaf springs and tubular steel 
“A” frames. Armstrong Telescopic shocks front and rear. 


CHASSIS: 
WR a is Kins ccdavbns cotnsse 89 in 
OE aE Serena 45.5 in 
BN UNE Wo hrd tis renshgniataee 47 in 
OVERALL: 
DO Mic i kc t cis idaccecueiwas 130 in 
WO ath ewes ssa ae dahopedes 57 in. 
Headrest height ................. 34 in. 
Ground clearance .....- Peataneneen 4.75 in. 
4 res re 8 gal. 
BR WI carci as cecuexctaaneus 896 pounds 
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On test curve just out of the 
back straight at 85 mph. Car is 
actually drifting through turn. 


Abrupt back of Cooper causes Gear mechanism has standard MG 


comment. Turbulence effect pattern. Little springs are of locking 
at rear is negligible. 


Rear of shifting linkage. Despite 
levers, ball joints, and length of 
device to prevent 2 gear engagement. shifting rods, “feel” is light-positive. 


A touch of the starter and the Climax engine fires and 
idles evenly and smoothly; the hydraulically operated clutch 
is light and engages firmly. The gear lever moves into a 
really new adventure in fast driving. 

Testing a competition car has its little difficulties. Being 
at home on the course helps, but giving the car a chance 
to win your confidence is the main problem. If you don’t 
have confidence in the car, it’s almost impossible to relax. 
If you. cannot relax, trying to go fast can be agonizing. 

It is a real tribute to the Cooper Climax that less than 
three laps put me at ease and gave the distinct impression 
that only the crudest mishandling, the father of all boners, 
could cause trouble. The Cooper 1100 has been compared 
to the Cooper 500 in handling. This, a compliment to both 
cars, is not fair to either of them. The agility, the incredible 
quickness of the 500, is part of its handling and any other 
car would suffer in comparison with it. 

The Cooper 1100 is apparently neutral as far as over- 




















steer or understeer are concerned. It has no discernable 
tendency to push its front wheels nor does it give you the 
feeling that you might have to cope with a back and that 
has decided to wander around to the front for no good 
reason. This is a car that sticks like glue and generates 
confidence at such a rate that you begin to think you're a 
lot better driver than anybody ever told you that you were. 

The brakes are of the sort that once were called phe- 
nomenal, but are now commonplace on the latest designs 
and like the others, it seems as though it would be impos- 





Brake, clutch, and throttle pedals. Wheels are cast magnesium. 
The clutch is hydraulic with slave Tires are 4.00 x 15 front 
cylinder at rear engine plate. and 5.00 x 15 rear. 


sible to tire them. Acceleration in spite of the excellent lap 
times possible is not starting, though good for only 1100cc’s. 
Ihe added weight of the passenger during the acceleration 
tests imposes a real handicap on the car, but still does give 
an idea of how the car is capable of performance. 

With chassis of this calibre available, the proposed For- 
mula II using 1500 cc engines restricted to gasoline for fuel 
could prove to be tremendously popular. Cooper has al- 
ready begun to build to the new formula and Maserati has 
ordered a Lotus Mark II chassis. Things are going to be 
interesting indeed. 

The Cooper practice of making the internals easily ac- 
cessible applies to this model as well as the earlier ones. 
Other than the belly-pan which extends from front to rear, 
the body is made in only three sections, a nose piece, cen- 
ter section and tail piece. All sections are held in place by 
Dzus fasteners and hinges making it possible to strip the 
car to the chassis frame in a few minutes. 


(Continued on page 60 ) 








Open view of front shows battery, 
horn and spare tire location. 
Hoses connect to radiator. 





Transverse springs pass through 
rollered channels which limit 
effective length under roll action. 





Driver, engine almost sit in same 
compartment. Climax mill puts 
out 75 horses—drags only 896 lbs. 





Inclination of wheels in rear view 
isn’t perspective illusion. Wheel 
camber ts part of the design. 
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MERICAN ingenuity and British components have 

been combined by Bob Plass of Los Angeles into the 

PMG Mistral Special to form an interesting and 
potent threat to the red hot and expensive Class F 
competition. 

Plass, an engineer for the Western Precipation Corpora- 
tion, is no stranger to racing. He formerly raced midgets in 
the east under the AAA banner prior to moving to Cali- 
fornia. For the past several years he has been active in 
sports car racing, driving both stock and near-stock MG’s in 
West Coast competition. However, it soon became evident 
to him that while it was great sport racing a stock MG, 
much was left to be desired in the matter of performance. 

Being an engineer, Plass decided it would be more in- 
teresting to build and race an MG special than it would to 
purchase a racing machine such as an OSCA or Porsche 
550, and less eXpensive. Therefore he approached the prob- 
lem in typical engineering fashion. The car was completely 





Capable Of Moving Like The 
Wind For Which It Was Named, 
The PMG Is The Latest 
Special = Home Built Threat In 


The Storming 1500 Class. 


Dressed in its attractive plastic shell, which weighs only 75 pounds, the PMG Mistral sits 4% inches 
from the ground. The reinforced body has its color laminated into it at the time of manufacture. 





















designed and engineered on paper before construction 
commenced. Deflection curves were plotted for the pro- 
posed frame and they worked out to give a maximum de- 
flection of two tenths of an inch under full load. 

Construction began in August of 1954 with the fabrica- 
tion of the arc welded frame from three inch mild steel 
seamless tubing with a wall thickness of .065 inch. Body 
outriggers were constructed from one inch thin wall steel 
tubing, with a roll bar made from 114 inch heavy wall steel 
tubing. Mild steel tubing was chosen for the chassis because 
it has strength at the welds equal to that of chrome-moly 
tubing after welding, plus having a slight weight saving 
factor over chrome-moly. 

Suspension is composed basically of MG components. 
The front is an IFS system based on the 1,100cc Kieft de- 
sign which utilizes a tubular built-up structure using TD 
radius arms and shocks in conjunction with a Jaguar Mark 
VII anti-roll bar. Rear suspension was designed along lines 








similiar to Ken Miles R-2, utilizing transverse Morris Minor 


torsion bars. Shock absorbers are 50-50 Gabriels. Specially 
constructed Panhard arms where built using Ford tie rod 
ends and chrome-moly tubing with rubber mountings at 
the trailing arm. The entire rear suspension is fully 
idjustable. 

For steering, Plass used a basic TD rack and pinion 
arrangement constructed from chrome-moly tubing fitted 
with two aircraft type U-joints to achieve proper position 
The steering column is mounted on the firewall structure 
inside a chrome-moly tube and rides on six needle bearings. 
Steering requires 214 turns lock to lock. 

An extensively modified 1,500cc MG competition engine 
was chosen as the powerplant. Lhe engine is one of five 
brought to this country by Captain George Eyston and Ken 
Miles for their record runs at the Bonneville Salt Flats. It 
is equipped with racing rods, pistons, and full race cam. 
Compression ratio is 10.7 to one. The head has been com 


Three-quarter skeleton view shows 
easy to read gauge panel. 

Note shortened remote control 
lever on gearbox. 







LEFT: Header pipes are wrapped 
in asbestos with aluminum foil 
covering to protect SU carbs 

from heat of the exhaust. 


Low frontal silhouette necessitates 
rear placement of header tank. 
Note front suspension drilled out 
to save weight. 


To maintain parallelogram of Morris 
Minor torsion bar system, bar below 
roll bar was set in at a crooked angle. 
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pletely polished, ported and relieved. Oversize valves, which 
have been polished and balanced, are used in conjunction 
with special lightened, polished and balanced rocker arms, 
tubular pushrods and 150 pound valve springs. 

The engine, competition clutch and flywheel were bal- 
anced both statically and dynamically by Edelbrock. Two 
inches were cut off the bottom ef the sump, then these 
pieces were welded together and refitted to the front of the 
pan, thus reducing overall height by two inches, and at the 
same time retaining the original six quart oil capacity. To 
increase the oil cooling an external oil radiator was con- 
structed from a surplus aircraft unit and was mounted on 
the front suspension just behind and below the water radi- 
ator. To further give the engine a lower silhouette, the oil 
filler cap was repositioned at the rear of the valve cover. 
Water flow holes between the head and the block were 
welded closed and the water now passes through the head 
and block separately. 

An additional crankcase breather was mounted on the 
back of the bell housing and the flywheel was lightened to 
17 pounds. The front engine mounts are TC, while the 
rear mounts are TD. Plass feels these modifications should 
give the engine a horsepower rating somewhere above 86 hp. 

Fuel to the engine is supplied by two 134 inch SU car- 
buretors mounted on neoprene gaskets and backed up by 
spring loaded bolts. The SU’s are mounted on a specially 
constructed one-piece intake and exhaust manifold of mild 
steel. Fuel to the carburetors is supplied by two SU electric 
fuel pumps, discharging into a fuel block, then through 
neoprene tubing into the carburetors. Plass used two pumps 
because one was not adequate to supply the required fuel 
flow at higher speeds. 

Fuel comes to the pumps from a rear-mounted 13 gallon 
surplus aircraft hydraulics tank which has had baffles added, 
together with separate fuel lines to each pump. An espe- 
cially designed airbox was built for the SU carburetors with 
a scoop mounted on the front of the body next to the 
radiator. 

Engine cooling is supplied by a seven pound pressure 
system consisting of a one gallon header tank mounted at 
the highest point in the system which is behind the engine 
on the firewall structure and a main water radiator with a 
three inch core and a nine quart water capacity, plus the 
normal block water capacity. 

A standard MG-TD four speed gear box is used, however 
the remote control lever has been shortened. The gear box 
feeds into a TD differential housing equipped with a 4.55 
to one gear ratio. Wheels are TF wire knock-offs with 5:00 
x 15 on the front and 5:90 x 15 on the rear running Pirelli 
tires. Eleven inch Al-fin brake drums with backing plates 
generously drilled for improved cooling are used. Air scoops 
in the body also help cool the rear brakes. Fren-do racing 
brake lining is used. The stock MG emergency brake has 
been adapted to the rear end and the standard cockpit 
mounting is retained. 

The electrical system consists of Lucus Distributor, Run- 
baken coil and condenser with a 30,000 volt capacity and a 
stock TD fuse box. Power is supplied by a specially built 
12 volt battery having a weight about 14 of the standard 
MG battery. The battery is mounted in the cockpit next to 
the firewall as is the starter solenoid which is a Lucas of 
the type used by Jaguar. Wiring on the car follows aircraft 
principles, using aircraft type terminal blocks. 

Cockpit layout is neat and functional. All instruments are 
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Hood removed to show easy access to engine 
compartment. Lid slips on and off quickly 
for necessary minor adjustments. 





The entire weight of the car is 
supported by the heavy single rail 
tubular frame. The cage-like structure 
trusses the light, one. piece body. 





























Cockpit layout is designed more for utility than 
for comfort. Instruments are placed for easy 
reading. Note wide seat belt for maximum safety. 











Three-quarter rear view shows graceful 
lines, tail lights, and body 
indentations behind front wheels. 


I'D and include tachometer, odometer, water temperature, 
oil pressure, amps, starter button, horn and light switch, 
ignition switch with hi-lo switch and choke. The seat of the 
bucket type finished in red leather upholstery. The clutch 
pedal is attached to a cold-rolled steel shaft mounted in 
three bronze bearings. The brake pedal rides free on the 
clutch mounting shaft, however, the brake pedal set-up is 
reversed from stock MG with the master cylinder mounted 
ahead and above the pedal. 

Crowning glory for the special is its beautiful red fiber- 
glas body which has a total weight of only 75 pounds. The 
reinforced plastic shell has its color laminated into it at the 
time of manufacture. Builder of the extremely attractive 
body is Microplas Limited of Mitcham Surrey, England. It 
sells for the remarkably low price of only $317 delivered 
and requires six to eight weeks for delivery. The body 
comes complete except for the cut outs for the hood, door 
and radiator. This body style is known as the Mistral (after 
a violent seasonal wind) and is one of three types manu 
factured by Microplas. Lights were built into the fenders 
by Plass somewhat similar to the D Jaguar. The Special is 
equipped with a full belly pan constructed of .040 ST 
aluminum. 

Additional specifications for the car include a wheelbase 
of 90 inches with a front tread of 48 inches with 50 inches 
in the rear. Road clearance is 414 inches. Weight is approxi 
mately 1,200 pounds dry with a weight distribution of 46.4 
on the front and 53.6 on the rear. 

Before the year is over, this car should see considerable 
action on the California courses and great things are ex- 
pected of it by its proud owner-builder. It is hoped that 
it will give the OSCA’s and Porsche 550’s a bad time, and 
perhaps even a 11% liter Maserati will find it snappit 


at 
its heels. pow 


1g 

















OLLOWERS of the 1953 Mexican Road Race will 

remember two very hot Borgward 1500 cc sports cars 

that were doing surprisingly well in their own class until 
misfortune caught up with them. One car crashed on the first 
day; but the other, driven by Hans Hugo Hartman, led the 
11% liter boys until the very end when carburetor trouble 
forced him to limp into Juarez on two cylinders—and only 
sevencodd seconds over his prescribed time limit—thus he 
was out and a Porsche took the 1500 class almost by default. 

Since then the German firm of Carl F. W. Borgward hasn't 
done too much racing. The Mexican cars have taken part iha 
few national events in Germany, but the lack of front rank 
drivers and an absence of any background of racing experi- 
ence prevented them from doing much of anything on an 
international level. 

That was almost three years ago—now Borgward has a 
brand new 11, liter racing sports car in the works, and after 
seeing the car myself in Bremen, I can only say that if it 
doesn’t go, it’s no fault of Borgward. The problem is to find 
someone to drive it the way it should be driven. Both of the 
men who drove in Mexico, Brudes and Hartmann, are out of 
the picture; while still under the employ of Borgward, Brudes 
is over 50, and Hartmann, working in the firm’s export de- 
partment, has given up racing following a severe accident 
on the Nurburgring last year. At that time he smashed 18 ribs. 

The new Borgward 1500 is considerably different from its 
predecessors; the aluminum body has been given better 
streamlining. The front suspension is new and the engine is 
completely new; it’s a beautiful double overhead camshaft, 
4 cylinder mill of 1496 cc; using the German Bosch system of 
direct fuel injection, it’s putting out over 140 bhp at 7600 
rpm. Power curves and torque figures are not available at 
the moment, but if this factory horsepower figure is correct, 
and it probably is (the Germans are famous for under-rating 
their cars), this new Borgward should be a real screamer. I 
was not allowed to photograph the innards of the engine nor 
could I obtain a cutaway of it, but I did manage to pry some 
details out of the factory. The crank is basically the same as 
that in the Isabella touring car except that it has five main 
bearings in place of the normal three—these bearings are 
German inserts—not rollers. 

Pistons are of smithed aluminum and are hung on steel 
rods. The combustion chamber is a mass of valve orifices— 
with two intake and two exhaust valves for each of the four 
cylinders. The jet from the injector is at the top of the cylin- 
der with two plugs on either side of it igniting the mixture. 
The two overhead camshafts are chain driven, one cam oper- 
ating the injection pump, the other the distributor. The en- 
gine is lubricated by over five quarts of oil—it is not a dry 
sump type of lubrication system. The water cooling system 
holds about eight quarts. The engine has a short stroke 74mm 
and is most definitely over square—the bore being 80 mm. 
Compression ratio is 10:1. Total weight of the Borgward 
1500 racing engine is 286 pounds; the factory states that the 
car's maximum speed is in excess of 145 mph; fuel consump- 
tion in a race is roughly 10 mpg. 

The transmission is a Borgward-built, fully synched five 
speed box; the clutch is a single dry plate Fichtel and Sachs, 
hydraulicatly actuated. 

Suspension-wise the car shines brightly; all-wheel inde- 
pendent suspension is the principle feature, the front-end 
being a slightly narrower version of that on the Isabella. Coil 





Borgward 
Builds 


a Hot 
One 


By JESSE L. ALEXANDER 


Se gee 





Sheathed in its all aluminum streamlined body, the new 
Borgward presents a considerably different silhouette 
than that of its predecessors. Magnesium wheels will 
probably replace those shown above in competition. 


springs with telescopic shocks inside of them are hung on 
each wheel plus a stabilizer. The rear-end utilizes a DeDion 
back axle also with coil springs and telescopic shocks. 

A tubular steel frame and chassis having two cross braces 
across the width of the car weigh just under 100 pounds and 
hung onto this chassis is a very beautiful aluminum body— 
the front and rear panels of which come off by pushing on 
clever thumb buttons. A 23.7 gallon fuel tank is hung onto 
the extreme rear with the spare tire. 
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Steering is normal Isabella, having only 314 turns from 
lock to lock; the wheel is removable ala 300 SL and the 
brakes are Lockheed hydraulic, but utilizing the ATE servo 
booster; the drums are well ventilated. 

From the foregoing specs and from the accompanying 
photographs you can get an idea of the car’s worth. It should 
make its debut in European racing shortly and if it goes as 
fast as it should, it’s going to sell one tremendous lot of 
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Isabellas, } 





Large brake drum is drilled for De Dion final drive and rear Narrow cross member at front end 


cooling. Brakes are Lockheed suspension, Triangular frame causes inward curve of frame. Note 
hydraulic with ATE booster. supports spare tire. oil cooler below grille. 





RIGHT: The all new engine, featuring Bosch fuel 
injection, 2 plugs per cylinder, four valves for each 
barrel, and double overhead cams, revs 140 bhp 

at 7,600 rpm. BOTTOM RIGHT: Almost 

ready to take on competition, the 1500 RS stands 
36 inches from ground to top of windscreen. 























Instruments within the cockpit are placed for easy, 
quick reading. Note engine and transmission 
have not been mounted. 
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ELEGANT TRUC 


The graceful lines and beautiful body 





contours of this ’35 roadster shows why Packard was the style leader of its day. 
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Torque and Horsepower curves for the ——p 


twelves from ’35 to ’39. Best torque 


was developed at low end of rpm scale. 
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By EUGENE JADERQUIST 


F there were enough analysts to service the entire Ameri- 
can public, someone might come up with a reason for 
the illogical preferences we show. Why, just for one 

example, is Marilyn Monroe the focus of all those thoughts 
American males have, but cannot express due to postal 
regulations? This is not to say that men should not appre- 
ciate such girls, but why have they singled out this one 
particular blonde from the thousands of females of simila1 
dimensions? 

Don’t answer by saying, “Publicity.” Sure the girl has 
received the benefit of the best prose the $500- and $1,000 
per week flacks can produce, but so have a lot of other girls 
with equally sensational equipment. 

It is with regret that we leave Marilyn Monroe to extend 
this example to include automobiles. The MM of the auto 
field today is undoubtedly Cadillac. Visit a Cad showroom 
one day right after the introduction of the '57 models and 
you'll see money under the table; hear impassioned pleas 
from old customers, watch year-old Cads going for ridicu- 
lously low trade-in prices — all for the privilege of buying a 
new Cadillac. Like MM, the Cad is a superb example of a 
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ABOVE: Only apparent change 
in design between ’34 and ’35 was 
the vents on the side of the hood. 
BELOW: The 1934 Phaeton 
twin-cowl. Ultimate in luxury, the 
car sported a collapsible 
windshield for rear passengers. 


















modern luxury item. And, like the legion of girls of more 
than average beauty, the other luxury cars sit begging at the 
windowside for recognition. 

Thus it once was with Packard. In the two decades before 
World War II, Packard’s Twelves and Eights and Sixes con 
trolled the market. For some of us it was a lasting thing. As 


late as 1948 I lavished money, affection, time, patience, and 
what little skill I had on a 1935 Packard Twelve in the latter 
stages of decay. Three years and about $1,200 later I ruefully 
conceded that the magic had managed to decay and said 
goodbve as a junk dealer towed the car to his boneyard. 

Others have not been disillusioned. Among picture collec- 
tors, Packard photos are treasured items. In the classified 
advertising columus of the specialty car magazines the prices 
of used Twelves are holding up nicely. In classic-car shows 
and parades restored Packard predominate. Some of this 
popularity is based on an emotionalism similar to that which 
has boomed Cadillac to its present position; the rest of it is 
based on technical and historical fact. 

There is no question that the Packard Twelve was one of 
America’s great Cars. It appeared first in 1932 (it was called 


Center unit in this ’33 instrument 
panel is stock Packard, Altimeter 
and Vacuum gauge, at right, are 
special. Between clock and center 
panel, at left, is brake regulator 
khnob—standard on all models. 


the Twin Six that year to remind buyers of Packard’s earlie1 
[win Six.) and disappeared from the market after the 1939 
model year. Only 5,744 Twelves were made, an average of 
718 per year. Throughout its eight-year production history 
it changed as little in specifications and appearance as any 
car in America. To distinguish a '33 from a "34, for example, 
the only sure way is to inspect the instrument panel. If the 
dials are grouped so that there is a radio control panel, o1 
space for one, in the top center, the car is a '34. Owners of 
’33 Twelves had to hang their radio controls from the bottom 
of the dashboard. 

The frame was a massive structure of the double-drop 
type with an eight-inch depth of 5/32-inch steel. There were 
six cross-members on the earlier Twelves to handle the large 
wheelbases, five cross-members after frame length had been 
chopped. Through 1936 the front suspension was semi- 
elliptic, charging to heavy coils and independent front 
suspension on the '37 through °39 models. Rear suspension 
remained semi-elliptic. The steering was worm and roller 
throughout the history of the Twelve. 


Brakes were always a strong point of the car. Through 
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The ’32 Packard 
Victoria was so ultra 
classic, it was a study in 
geometric composition. 
A trunk at the rear of 
any car was a luxury o1 
can’t you remember 
that far in the past? 








They just don’t build ’em like this 
today. Some of these massive structures 
had 6 cross-emembers to handle the 
enormous weight and wheelbase. 


1936 Packard, like Ford, held staunchly to mechanical brakes. 
The Twelves had a lining area of 28354 square inches and a 
device known to the company as a “selective control vacuum 
booster.” On the dash panel just below the steering wheel 
was a large four-position switch. The driver could vary the 
amount of boost to conform to road conditions and his own 
muscular development. When turned up to full boost, the 
assist was immediate and powerful. My own Twelve could 
be brought to a full wheels-locked stop with no more pressure 
than most modern cars. Later, when the '37 Twelves appeared 
with hydraulic brakes, the booster was retained, In addition, 
the lining area had been increased despite the smaller size 
of the new wheels by increasing the width of the drum. 
These later Twelves required careful handling to keep from 
pitching passengers and stray packages against the wind- 
shield in a panic stop. 

Throughout the Twelves there was evidenced a callous 
disregard for lightness. Nowhere was this more apparent 
than in the engine compartment. The engine-clutch-trans- 
mission unit weighed 1,346 pounds despite aluminum heads 
and crankcase. Add to this the additional weight of the 10 
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The 1934 Le Baron Special Phaeton. Packards 
were pretty well standard from grille to 

cowl, but after that body designs varied 
according to the coachbuilders’ conceptions. 


quarts of oil and the 40 quarts of water required by the 
engine’s designer, and you have some idea of the ponderous 
quality of the car. This theme was carried out in the heavy 
steel body—all but a rare few custom models had steel bodies 
—and in the lush interior where there was extensive use of 
big slabs of wood. Total car weight, unloaded, varied between 
5,000 and 6,000 pounds depending on the type of body. The 
bare chassis weighed 3,965 pounds. 

Nothing less than a vast engine could have handled this 
weight. The Twelve first had 445.5 cubic inches, then was 
stroked 14 inch to up displacement to 473 cubic inches. As 
the performance curves show, most of the work from these 
inches came in the low-speed range. Maximum torque of 
366 pounds-feet was developed between 1,200 and 1,400 rpm; 
maximum horsepower of 175 came at 3,400 rpm. (Compare 
these figures with the Cadillac Eldorado for 1956. The Cad 
gets 400 pounds-feet torque at 3,200; 305 bhp at 4,700.) 
Packard accomplished this low-speed performance by using 
a modest compression ratio (6.0 to 1 in the earlier cars, 
6.4 to | in the later models) , mild valve timing (225-degree 
duration for both intake and exhaust valves). Smoothness 




















Cutaway of the power plant. Valves 
were activated directly by camshaft 
through roller bearings on 

internal rockers. 


was more important than power and speed. A Twelve in top 
condition could be started from rest in high gear alone 
without jerking or evident strain. The combination of low- 
speed power and a 4.41 to | rear end ratio gave the Twelve 
a pre-Hydra-Matic version of clutchless driving. Even if you 
didn’t want to load the engine and drive heavily by starting 
in high, you never had to use all three transmission gears. 
You started in low to overcome the inertia and shifted 
directly to high as soon as you were rolling. 

Without malice toward Packard, the Twelve can be de- 
scribed as a luxury truck. That's the way popular tastes ran 
in those days, and Cadillac, Lincoln, Marmon, Pierce-Arrow 
and the others also built luxury trucks. Judged strictly from 
a comfort standpoint, the ’56 Ford is a better luxury car than 
any of the classics. Where the older cars had a firm, solid 


Smoothness was more important than 
speed or power. Maximum torque 

(366 lbs/ft)developed between 1200 and 
1400 rpm, top bhp (175) at 3400 rpm. 


ride, the Ford is cradlesoft; Ford seats ar wider and better 
suited to the human figure. In performance, the Ford has 
vastly superior acceleration and more top speed. A direct 
comparison with one of today’s expensive machines — Conti- 
nental, for example — would be even more damaging to the 
classic myth. 

One thing the Twelve did have was good workmanship. 
Packard’s Senior lines were built partly by hand, and such 
items as upholstery, body, instrument panel and finish 
showed a loving attention to detail not even the Continental 
can boast today. The hand throttle linkage was beautifully 
constructed and probably cost more than a set of tires for a 
Model A Ford. But when things went wrong, the corner 
garage was helpless to correct them. Through 1935, Packard 
had a honeycomb oil cooler that couldn’t quite take the 
50-pound pressure in the oil lines. More than one Packard 
owner was rudely jolted by the sight of a geyser of oil spout 
ing from his radiator cap. Unfortunately this warning did 
not come in time. Before the blow-off, oil and water had 
been mixed into a creamy emulsion in the radiator. Correc- 
ting this Packard deficiency cost the price of one new oil 

(Continued on page 65) 























Covered in top grain leather with not a stitch out 
of place, interiors were the ultimate in 

quality. Of course rear passengers in this 

coupe saw little scenery. 





The 12's piston was aluminum. 
Right half of piston came almost 
flush against head, left half 

part of combustion chamber. 
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Rolf Mellde, chief designer, models the 
Sonett. Aerodynamic lines squat low, 
offer little resistance to wind. 
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SWEDEN BREWS A STOR 


The SAAB Sonett, built as an experiment, is now 
scheduled for production and U.S. sale. Light 
and quick, it could sweep the small-bore field. 
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T’S NOW common practice in Detroit to judge public 
] reaction by constructing and displaying “show cars” 
with advanced styling and engineering features. Usually 
such cars never appear in production in their show form, but 
once in a rare while the strength of response seems to justify 
immediate tooling-up. 

Such was the case with the Corvette, and may soon be 
with L’Universelle and the Eldorado Brougham. The process 
is quickly gaining recognition, and one of the latest to put 
it into action is the Automotive Division of the Svenska 
Aeroplan AB at Trollhattan, Sweden. The experimental 
version of their SAAB Sonett was displayed in both Sweden 
and the United States, and was represented then as a mo- 
bile test-bed for modified versions of their rugged two- 
stroke engine. Word now is that the Sonett will reach the 
limited production stage, which should be interesting in 
view of its very unusual layout. 

The SAAB automotive activities have a lot in common 
with the car division of Bristol of England, the basic simi- 
larity being that they both exist as small departments of 
primarily aircraft-building concerns. Both maintain inde- 
pendent car design and production staffs which can call on 
the airplane engineering groups when necessary, but not as 
a matter of course. In the case of the Sonett, design was 
directed by Rolf Mellde, the Chief Test Engineer at SAAB. 

Also, they both admit engine layouts which relate closely 
to German designs, the Bristol being indebted to the BMW 
and the SAAB to the DKW. The latter small car was very 
popular in Sweden before the war, and thereafter they 
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The three in-line cylinders of the two-stroke engine are 
corked by a light alloy head with a modified water out- 
let. Radiator is placed at rear of mill, header tank fore. 





Front suspension is composed of unequal wishbones with 
ball steering pivots. Large dust cover, center of wheel, 
protects constant velocity joint for driving front wheels. 
































SAAB SONETT SUPER SPORT 


TOP SPEED: 


Open, as illustrated ............ 100 mph 
Te Weetae : GU. cc. s sactsuikrare 120 mph 
ACCELERATION: 
Sree eee eee ee 8 sec. 
ME iis awncce cus dndgkabiaeae’ 12 sec. 
Standing ™% mile ...........---- 18 sec, 
BenmmMinna Wile . once cv vse secces 48 sec. 


ns so pide nist Gist biota: w aig tek Cota aaiee 25 mph 
Sy... cp iieiaan Meee sn hae eee 50 mph 
BE. 5 cca eckpne ax kane ee cewees 77 mph 
RE pe ep ee SSP es 100 mph 


POWER UNIT: 


ON RS BEE OT eee Pen 3 cylinder in-line, two-stroke 
Valve Arrangement ............. 


None 
Bore & Stroke (Engl. & Met.) ..2.60 x 2.88 in. (66 x 73 mm) 
1 1 


Stroke/Bore Ratio .............. 1.15 to 

Displacement (Engl. & Met.) ...45.8 cu. in. (748 ce) 
Compression Ratio .............. 10 to 1 

Gaseurttsen OG i... 2. sc vabecdvces 2 choke downshaft Solex 44 PJJ 
ee ee ee CUO... ov oot eabennes 57.5 bhp @ 5000 

Max. Torque @ rpm ............ 63 Ib. ft. q@ 3500 

ne CN ee oss bun ee 


700 rpm 
BOE. cos édabes isos veka Single dry plate, 7.1 in. dia. 


DRIVE TRAIN: 
Final drive ratio ............... variable 
Axle torque taken by ..... ....engine mountings 
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By KARL LUDVIGSEN 


both appeared with transversely mounted two cylinder two- 
stroke engines driving the front wheels. In the process of 
changing over to three cylinder engines longitudinally 
placed, SAAB has moved markedly away from DKW design 
in many respects and now commands much attention in its 
own right. 


Many unusual techniques are to be found in the Sonett, 
but the most interesting and the most “aircraft” is the 
fully stressed sheet chassis construction. It’s not a true mono- 
coque chassis-body structure, since the body itself is com- 
pletely unstressed, but all supports and internal bulkheads 
contribute to stiffness. The basic members are very deep 
1.5 mm aluminum sheets which are boxed at top and bot- 
tom by sheets of similar thickness. Thicker gauge U-shaped 
channel members provide assists at points of highest stress, 


while lighter 1 mm. sheet is used for non-critical paneling. 
All joining is done with rivets, which alone makes the un- 
skinned Sonett look like a fuselage section. Front and rear 
boxes are united by the floor and big square-section door 


sills, which complicate entry as in the Mercedes 300SL. 


Even with the latest methods, integrated structures like 
this are very difficult to calculate out for maximum stresses, 
and in view of this the Sonett chassis was over-designed to 
be on the safe side. The next step is to load the structure 
and measure deflection by strain gauges, thereby determin- 
ing where metal can be removed without affecting rigidity. 
SAAB engineers confidently expect to be able to remove 
100 pounds from the present 1100 pounds overall by this 


(Continued on page 50) 


Filter screens hide the twin-choke Solex carburetor. 
Note water pump mounted to generator which is sup- 
plemented by a belt driven pump high at rear of engine. 





CHASSIS: 
EES ETE 87 in. 
OS DS a eee 48 in. 
eS ee Se ae 48 in. 


Suspension, front 


oR wRGaGs ode cs Coil springs and wishbones 
Suspension, rear 


BES a ae Semi-independent, coil springs and 
trailing arms 


Shock absorbers ................ Girling telescopic 
a eee cre a ee rack and pinion 
Steering wheel turns L to L ....2-1/5 
Turning diameter .............. 36 ft. 
IY NO es, a demik nic wen 6 Lockheed hydraulic 
Brake Lining area .............. 90 sq. in. 
Wheel studs, circle diam. ....... 6.7 in. dia. 
OR So Te ae 5.00 x 15 
PEs ons. < bo eee es 
GENERAL: 

ag aE Fe ee a eS 137 in. 
EE nna as 4 ond g NMRA «ds oak 56 in 
EE oa on diatine Chibm als <0 aee 32.5 in 
I iia a bias ug. 1100 Ibs 
Weight distribution, F/R ....... 54/46 
Weight distribution, F/R, 

FOE Prete 52/48 
Fuel capacity—U. S. Gallons ....10 gal. 

RATING FACTORS: 

Tg a SS ee 1.26 
Bhp per sq. in. piston area ....3.6 
Torque (ib-ft) per cu. in. ...... 1.42 
Pounds per bhp — test car ...... 19.1 


Piston speed @ 60 mph ........ 1700 fpm. 


Piston speed @ max bhp ...... 2400 fpm. 
Brake lining area per to 
Se MONT ss viv ieidins Tres. oes 164 sq. in 


Ingle bars, and U-shaped channel members add to the 
stif[fness of the sheet aluminum frame. All joints 
are rweted. Spare tire is carried in pocket at rear. 
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a raising the exhaust port level from 
os MARION’S the stock position, which is akin to 
installing a hot cam in a four-stroke 
a MEANDERINGS and has the same effect on idling 
— Sonett smoothness. An adequate supply of 
~ . . 
~ By MARION WEBER fresh mixture is ensured by the fit- 
, Y / 
= ting of a twin-choke downdraft 
” ontinued from page 49 Solex carburetor with 32 mm. ven- 
ia Hi! Hasn't this been a thrilling year for racing? (C f P g 4! ) ° ° ° P 
— | We have certainly enjoyed the fine sports cor turis, while new manifolding has 
C pio iy 24 + Bape eatin oad ae = means, which is standard practice also cleaned up the exhaust side. 
‘ | finish of the Grand Prix season and the Tourist in planning new unit chassis. Much attention has been given 
- Trophy go in Ireland. Actually, our trip to the Suspensi lay ; are similz he c li SV hick I i 
XK 1 continent is for the purpose of adding to the MG | Suspension layouts are similar to to the cooling system, which begins 
~ s wert oe 2 cr ae bea bonus. . -- 1} those in the standard SAAB-93, to overwhelm the unprepossessing 
~ . . ’ D tr ow- 1 ° . . . nr ° 
vi 4 ever, it ise pleewere to do business with you | though altered in detail to suit the engine. The regular water pump in 
nice people, and t | . ‘ : ° 
S ghee aupaciethy whan § Hue cacsntinnn. uae new chassis. Unequal-length wish- unit with the generator has been 
: gt egy tye agocaeed pe pe me else, 1} bones with ball steering pivots still supplemented by a similar belt- 
? ‘ see a bargain 4 ‘ ; “ - . 
1 | can't resist it. . . knowing that there will be | guide the front wheels, but the coil driven pump high at the engine 
4 2 lot of people who will appreciate a special i . - me q J i 
| purchase. We have three items which fall into, | SPring above the upper arm has rear, and these two are piped to 
: porter a Daoud eked ee 8 been shortened and the wheel travel operate in parallel. Very low place- 
, ‘ an v savings 4 mys : : 
j till the supply runs out. It's first sein first reduced. This has forced the repo- ment of the wide radiator has ap- 
served, and | don't think they'll b d till : ; 
: Cineth . ;:.-0m, you tenet devde rc captor 1] sitioning of the Girling tubular parently called for a_ separate 
> tae abe ae = a aaa ee te 1} shock absorbers behind instead of header tank, which is, however, a 
\ pga ’ 's 4 . . ° 
j out and mail it to me, c/o MG Mitten. Deot.s 1} inside the coils. bypass and not a full-flow storage 
‘hoped add 4% if you live in California. : The rear wheels trail unusually unit. It supplies the block when 
: [] MG WINDWINGS TC TD TF Famous Doretti ! from the extremities of a broad U- needed through the original water 
| brand. Flared to fit the cowl, de not interfere ,| Shaped bar. Inherent flexibility plus pump circuit only. Since the peak 
ith i i i ‘ . , ° . 
U wourself, Regularly $18.95, NOW just $13,951” || Tubber mountings allow a degree of engine speed has not been raised, no 
: 1} independent movement, which is changes have been made in the 
1 [) MG TF LUGGAGE RACK. Not many of these 1} controlled by coils and Girling Bosch ignition system. 
; left, bet amert TF owners will want one at this / tubular dampers. Since the bar ends Fore-and-aft weight distribution of 
price. Used to b 39.95. . é . . 
1 ONLY $29.95. These smart chrome shied A i} trail, braking reactions tend to hold the Sonett has been made more 
; ~ad up against spare tire and look tremendous. : the rear end down and minimize sporting by relocating the engine 
y Fold down to carry luggage . . . do not interfere . : 2 vs : zl 
1 with grition or look obscene. Need ao tools te : forward weight transfer. The brakes behind the front wheel centers, and 
install . . . NO HOLES TO DRILL. Never another , just < ~k as . > > e 
opportunity like this, Buy now! (No dealer's or. ! themselves are just as on the stock as a result the gearbox and front 
y ders accepted on sale merchandise. ) ;| SAAB, with Lockheed internals and wheel drive mechanism have been 
- 1} two leading shoes at the front thoroughly revised. While the stock 
1 [] AUSTIN HEALEY VALVE COVERS. Also by ! ‘ S . - . F vil ial ili! cs ac 
| Doretti. Beautiful, heavy polished aluminum. Adds ! Heavy lateral finning is cast into 93 uses a very clever and compact 
' mach stan, to ongins. Formerly $22.50. RE- : the front drums, which are never- three-shaft three-speed transmission, 
‘° . ° . . . . 
: ; theless just adequate for the 93 and the relaxation of space restrictions 
; O GrRaNnpd,| might be on the ragged edge in a on the Sonett allows the use of a 
i PRIX GLOVES 4] racing Sonett. more conventional two-shaft box, 
i keep your hands 4 ¥ - 2 “ 
1 from sticking to } Steering arms were moved from which is five inches longer than 
the steeri . 
: wheel. Actwally | Back to front of the hubcenters to standard. Protruding ahead of the 
: , ve al : alter the geometry, and the stand- differential, Cord-fashion, this very 
e than driving ee ‘ . ; ; , 
1 barehanded in t| ard rack and pinion steering box special unit was built by ZF and 
: Ween a. : was inverted to maintain correct houses four indirect forward ratios, 
: saith vote driv. | wheel response. This shifted the three of which are synchronized. Its 
ers. Men's siz . . “eS 
i 7, - 10, Wom. 1] steering column to the right hand very remote mounting is ample ex- 
: th ohh 57 '- ;| side, which was adjudged better for cuse for the steering column gear- 
y.. . pr. es : . 
! PE IE eS <I RR ; most competition purposes. shift, but floor levers may be fitted 
. hen ! I, Pape” : . : ‘ 
i wee ©, dene. long way from home your car : \ Serious efforts to tune automotive to production cars. 
Boo ef an tacgieos — and tn wo protect; | two-strokes for higher outputs are Production Sonetts may be fitted 
1 years of service. Lightwight canvas or buty! (not || seldom made due to the time and with aluminum instead of Fiberglas 
I plastic), easy to put on or take off. Aircraft ! = . ° i 
I shock cord secures ends around cor so that they '| ©Xpense required, and the Sonett bodywork, depending on the out- 
° 1 P . . 
: won't blow pane come one for your car today. »} powerplant is thus that much more come of SAAB research. In any case, 
, ENTIRE CAR : interesting. The three in-line cylin- the car will be available either with 
1 1] ders are capped by a light alloy full weather equipment or in 
- ;| head with a modified water outlet, stripped competition trim, the lat- 
; 1} and are fitted with three-ring alloy ter of which may take some of the 
' 1| pistons by Karl Schmidt. Nominal shine off the Crosley and Panhard 
4 ;| compression ratio has been upped specials. Price is a big question 
: - to 10 to one, while the displace- mark, but estimates suggest that the 
1 1} ment remains at 748 cc. figure must be near $3000. This may 
: . Medio Tienes $17.95 eee ; A loop system scavenges the pol- not incite wild cravings for touring 
: 0 Triumph Tonle $24.50 Butyl (Noi ; ished combustion chamber, and the use, and we can’t help but wish they 
aguar Jacket i . . . . : : 
! (] Porsche Parka on ! fresh fuel-air-oil mixture is com- had aimed for the gap vacated at 
a" ees, lent ;| pressed in the crankcase. Better the bottom of the sports car range 
1 1) Thunder Tepee $22.95 Canvas ; charging of a two-stroke at high by the now-grown-up MG. Even 
' 5 Ghia — | $29.50 Butyl 1} speeds is facilitated by decreasing without a price tag, though, the 
ry 1 ‘ ; - P é > ‘ e 
the effective power stroke and in- Sonett is an interesting engineering 
ree ar ae Sah SN) creasing the : haust blowd sue whi I will a be ; 
. xhaust blowdown pe- exercise, which will now be proven 
t MG MITTEN cunberind 31410 | Fit Both have been effected 'b the road ae 
. e n_ effectec on the road. 
i Box 121, South San Gabriel 11 California : Y 
eee ee ee ee eee ee ee ee ee es * 


















Born of a 
Great Tradition 


THE CLASSIC CAR 
OF THE FUTURE 
AT HOME AND ABROAD 























E 
a R coupe de sport 


Out of the traditions of the past spring the great 
fashions of the future. And out of the Rootes tra- 
dition of fine motor cars springs the classic of 
tomorrow, today. 

Buy it here, take delivery at home or abroad. The 
Sunbeam Rapier was designed for the turnpikes 
here as well as the byways of Europe. Write us for 
details of our 3 Overseas Delivery Plans and 
the name of your nearest dealer for a doorstep 
demonstration. 


i. WR eee a. DW. G25. $2499 P. O. E. 
COMPLETE WITH OVERDRIVE AND HEATER 


ROOTES MOTORS INC. 


505 Park Avenue, New York 22, N. Y. 
9830 W. Pico Blvd., Los Angeles, Calif. 




















AUTOMOBILE BOOKS 





nuromonrns | AUTOMOBILE DESIGN 
DESIGN A book for styling design . . . 
E mechanical. Basic instruction & 
et Sar na LY seal informative text for advanced 
— vet @ al of work. Full page drawings pro- 
a is asians vide ideas for your own design 


Price $3.00 


development 


YOU CAN DRAW CARS 
From pentil sketch to finished 
rendering text & drawings teach 
you how to put your ideas on 
paper to look like cars that are 
original but could be built. 
Price $2.50 


MOTOR RACING 
SKETCHBOOK 
Talented artist Carlo Demand’s 
’ new book portrays the history 
of motor racing with entertain- 
ing & instructive sketches viv- 
idly & accurately done. 
Price $4.50 


SPECIAL OFFER—AIi 3 above books... $9.00 
Fangio World Champion 


Author Gunther Molter has picked the 
most colorful of GP drivers for his 
subject . . . and does him full justice 
in one of the most enjoyable volumes 
in racing print........... Price $5.25 


Stirling Moss’ 
Book of Motor Sport 


is a book for tyro & expert alike. 
Stirling has the knack of recount- 
ing the requirements of a compe- 
tition driver & tells how to achieve 
that goal. A book also for those 
who would understand better the 
inner workings of the events they 


i Pf 
a i=. ir vessrssesse Price $2.50 
COME MOTOR RACING WITH ME... $2.50 
This introduction to racing explains in detail the 
why‘s & wherefores of all types including G.P., 


Sports Car, Hill Climbs, 500’s & others. 
In California PLEASE add 4% sales tax 


AUTOBOOKS sursann vo, car 









WOTOR RACING SHETCHBOOK 





| STIRLING MOSS's 




















The finest reproduction of sound can add even 
more zest to the joy of driving. If you have 
ever experienced hi-fi music in the home, and 
missed it in your car, Becker autoradios make 
music come alive — from the shimmer of the 
cymbals to the throb of the tympani. Add to 
this the superb tonal quality of FM and the 
adventure of short wave — there is a new ex- 
perience waiting for you at your Becker dealer. 
Choose from the automotive tuning ‘Mexico’ 
or the push button “‘Europa’’— the ‘‘Reims”’ 
short wave adapter (6 band spread) can be 
added to either model. 


STD. EQUIP. ON ALL MERCEDES BENZ CARS. 








Distributing Company 
421 So. Western Ave., Los Angeles 5, Calif. 
(West of Mississippi) 

WITTE Import Distributors 
125 So, 16th St., Philadelphia 2, Pa. 

(East of Mississippi) 
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300 SLS 


(Continued from page 11 ) 


Most of the instruments are stock, al- 
though a speedometer is not fitted. Af- 
ter the ritual of checking the pedals for 
foot clearance, (you've only got to catch 
your foot once between brake and throt- 
tle pedal to find out how really hard 
some little things are to explain) , a flip 
of the fuel pump switch, a quick turn 
and release of the ignition key and 
about 240 bhp sit idling quietly waiting. 

The clutch is surprisingly light in op- 
eration but has a healthy bite. The 
standard first gear is of a fairly low ra- 
tion and makes light work of getting 
this car off the mark. 


TRIALS 

The first laps were as sedate as an 
old-fashioned waltz. The coupe had 
made an indelibile impression, but it 
didn’t take long for the obvious ability 
of the SLS to get through. To put it 
bluntly, the car handles. 

Although some of the characteristics 
of the coupe are still apparent, they are 
so to a lesser degree. On entering a fast 
bend, caution is demanded just as with 
the coupe because the condition of over- 
steer is still present. The latitude for an 
error in judgment just isn’t as great as 
it might be with a car of neutral, or un- 
dersteering, characteristics. The brakes 
are excellent and according to Porter, 
they have never given trouble through 
fading. Although acceleration below 66 
mph is not shattering, above 60 it’s 
pretty stout. 

One hundred and twenty-five mph 
could be reached consistently by the end 
of the main straight when lapping seri- 
ously. The lack of everything it takes to 
really get out of the chute does not hurt 
the speed at the end of a quarter mile, 
103 once being recorded, but it does 
reflect itself in the elapsed time. Best 
elapsed times are in the neighborhood 
of fourteen seconds for the standing 
quarter. There is the definite feel of 
plenty of hp at the rear wheels in cor- 
nering that is reassuring and this com- 
bined with slight oversteer makes inter- 
esting work of Willow's tight corners. 

During the afternoon Reventlow and 
Porter traded cars in a generous man- 
ner, with Kelly making sure that he 
wasn’t forgotten (did I hear someone 
say something about a nice job?) 

In this little game of musical chairs, 
played here with $10,000 automobiles, 
each of the drivers found himself to be 
on the average of ten to twelve seconds 
per lap faster with the SLS than with 
the coupe. In view of the high speeds 


involved, this is an outstanding testi- 
monial for the handling of Porter’s car. 

After initially trying the car, I re- 
marked to Porter that it handled sur- 
prisingly well. It took me awhile to 
recover from the salty statement that 
came back from behind Porter's ever- 
present cigar. In essence it was, “What 
did you expect?” 

Porter’s right, it isn’t surprising that 
this special is a potent racing car. It’s 
just surprising that someone didn’t 
think of it sooner. 

The 300 SL prototype of 1952 that 
had all the competition running around 
in circles was a hot rod built by Uhlen- 
haut in the Mercedes factory out of 
stock production components. The 
stock SL of today is by all indications 
only a heavier and possibly higher pow- 
ered version of that startling 1952 com- 
petition car. 

Porter had the right idea, apparently 
so simple that it didn’t occur to anyone 
else. Just by building a super light body 
on the SL, he made himself a reasonable 
replica of a car that would still not be 
outclassed today, the Mexico 300 SL. 


The record of the car in races to date 
has been an encouraging one for Porter, 
whose road racing career began with the 
completion of the SLS. Although he 
had a successful career as a midget 
driver, he wasn’t too certain of his abil- 
ity to adjust to a road circuit. 

SLS’s RECORD 

The first actual test of the car came 
at a local drag strip. Speeds of 100 to 
105 mph were recorded at the end of 
the standing quarter. Not too impres- 
sive when it’s remembered that 1n over- 
all competition this car runs against the 
Murphy Buick and the D-Jag, but cred- 
itable enough for what Porter calls an 
engine straight from the junk yard. 

In its first race at Pomona, California, 
the car proved reliable and stable, re- 
cording third in class and eighth overall 
even though difficulty with the fuel in- 
jection timing left the car woefully 
short of revs. At Santa Maria, run under 
SCCA rules, Porter was accepted in the 
novice race and ran off and hid from 
everybody for an overall first place. This 
quickly graduated him from the classi- 
fication of novice to senior driver where 
his entry in the senior main event 
gained him another first in class. A few 
weeks later at San Diego, in Saturday's 
racing, he placed second in class to one 
of Enzo’s very potent three liter Monzas. 
In the Sunday main event, the reliabil- 
ity of the Merc saw him outlast the 
Ferrari and he gained another class first 
when the Monza lost its gearbox. 

With five starts, three of them class 
wins, one second and one third and an 
overall first in the novice class, with no 
retirements and with a driver who ad- 
mits himself to be inexperienced, Porter 














has really set a precedent in Specials’ 
Building. There's only one hitch. What 
else can be done to improve its per- 
formance? 

The engine is notoriously hard to 
improve upon. Extensive bench testing 
and road testing of each SL before it 
leaves the factory insures that near max- 
imum is being obtained. The camshaft 
can be changed to advantage and slight 
alterations in the injection timing can 
be made with noticeable improvement. 
Other than this, tuning becomes a series 
of little dodges, like running twelve 
quarts ot oil instead of fourteen and 
blanking off the radiator so that the oil 
temperature is maintained at a high op- 
erating level or like changing the dis- 
tributor rotor from the type with re- 
sistor to the type that does not have 
the resistor. 

Little could be done with the com- 
pression ratio without really extensive 
modifications. Stock clearance between 
exhaust valve and piston on the exhaust 
stroke is one millimeter, or 39 teenie 
weenie thousandths of an inch, This 
should really give SL owners with a 
heavy foot the fits. 


In contradiction to this, the perform- 
ance of some of the SL’s that ran the 
Mille Miglia would lead you to believe 
that somebody had monkeyed with 
them, and not just changed distributor 
rotors either. If the factory does have 
further modifications for the SL engine, 
they will undoubtedly let Porter know 
about them. 


CHASSIS 

The chassis, suspension, and body 
need very little modification from a 
performance standpoint. The installa- 
tion of competition shock absorbers and 
springs combined with the low weight 
and the lowered center of gravity leave 
little to be desired, although the new 
low pivot point rear axle might result 
in higher speeds through the corners 
and better acceleration out of them. 
The brakes seem more than adequate. 
The available axle ratios make it possi- 
ble to suit almost any course conditions. 

Porter has proved pretty well that he 
has initiative, and you can be sure that 
the performance of this car will not 
remain static. 

Perhaps this would be a good time to 


say a word about Porter and other” 


specials’ builders. Their cars are fast, 
terrifically so, compared to what you 
normally drive. All you have to do is 
unravel one of these things down off the 
hill and into the sweeping corner at 
Willow to feel a stir of admiration for 
these guys that build and race them. 


Reventlow, who has proved himself 
a pretty heady and competent driver, 
made a statement that I most heartily 
agree with after trying the SLS, “It 
goes!” — Mourning, Kelly 


(Advertisement ) 


(Advertisement ) 








IS YOUR VOLKSWAGEN ANEMIC? 


VEN the most avid Volkswagen 

enthusiast will agree that his car 

could use more power and ac- 
cording to a recent survey nearly 90% 
of the VW owners interviewed ex- 
pressed a wish for more engine power. 
Although all were pleased with their 
cars, some said that driving on con- 
gested highways could be unsafe. 

It’s not hard to diagnose an under- 
powered car. The symptoms; a reluc- 
tance to get moving, a sluggishness 
when the light turns green, the inability 
to accelerate out of traffic tight spots in 
city driving, the necessity of keeping 
one hand on the steering wheel and the 
other on the gear shift lever, playing 
tag on the hills (passing everyone go- 
ing down to gain speed and everyone 
passing you going up). Here is a typi- 
cal situation in which an anemic en- 
gine can place you. You are traveling 
behind a large truck on the highway 
at a conservative speed of 50 m.p.h. You 
want to pass and see an open stretch in 
front of the truck. As you pass the 
truck you see another car approaching 
from the opposite direction. You step 
down on the accelerator but there is 
just not enough power there to pull 
you ahead and out of danger. To carry 
it one step further, when you drop back 
again behind the truck you find the 
spot occupied by another car. This lack 
of reserve power and the constant strain 
under which the engine is operating is 
transmitted to the driver in the form of 
tension resulting in fatigue which is the 
enemy of safe driving. 

The best remedy for an underpow- 
ered car is to supercharge the engine. 
The Volkswagen engine is more than 
rugged enough to take low pressure 
supercharging without effecting its tra- 
ditional economy ’and reliability. Super- 
charging, unlike engine modification 
does not change the natural character- 
istics of the engine nor does it increase 
the r.p.m. of the engine. The addi- 
tional horsepower is made available 
through increased torque. A super- 
charger by allowing the engine to 
breathe better and more efficiently per- 
mits the engine to do nearly twice as 
much work with very little additional 
effort. Practically all trans-continental 
trucks, busses, locomotives and airliners 
are supercharged. Those who say that a 
supercharger has a harmful effect on 
the engine are mis-informed or are us- 
ing as comparison high pressure super- 
charging as used on racing cars. Also 
of course, a few of the Volkswagen 
dealers will not recommend it as the 
car manufacturer does not approve of 
their selling any accessories other than 
those manufactured by themselves. 

When you install a supercharger on 


your Volkswagen you increase the 
horsepower by nearly 50%. It will give 
your Volkswagen the extra power you 
want and need. Instead of having one 
horsepower available for every 44 Ibs. 
you have one horsepower available for 
every 26 lbs. of automobile which is the 
same power to weight ratio as the Ford 
and Chevrolet six. Instead of requiring 
30 seconds to accelerate to 60 m.p.h. you 


can do it in 15 seconds, zero to 50: 


m.p.h. in ten seconds. This is the kind 
of performance you need to pass that 
truck and to eliminate fatigue from 
driving an underpowered car. It en- 
ables you to keep up with traffic regard- 
less of the size of the hills, you can drive 
with both hands on the steering wheel 
and because of the additional power 
you have a much more flexible vehicle 
in trafhe driving. One of the first things 
you will notice about driving your 
supercharged Volkswagen is the feeling 
of assurance you get from the additional 
power at your command. 

The selection of a supercharger for 
your Volkswagen is somewhat limited 
as there are only two made in this coun- 
try and two in Europe. The Judson 


* however manufactured in Conshohock- 


en, Penna. is acknowledged by auto- 
motive engineers everywhere as the 
standard of quality and performance. A 
few of the advantages of the Judson are 
that it requires less horsepower to oper- 
ate, does not raise the temperature of 
the charge or fuel reaching the cylinder 
and is silent in operation. It is a vane 
type unit and is subject to less wear 
than other accessories now on the en- 
gine. Not only does this company guar- 
antee its product unconditionally but 
they guarantee at least a 45% increase 
in horsepower at the rear wheels where 
it counts the most. The Judson VW 
Supercharger Installation is giving im- 
proved performance and bringing com- 
plete satisfaction to thousands of Volks- 
wagen owners throughout the world. 
Many of these installations have in ex- 
cess of 60,000 miles of hard usage on 
them without having ever been re- 
moved from the engine. 

The mildly stressed Volkswagen en- 
gine is a natural for this “bolt on” 
method of improving performance and 
as a remedy for overcoming engine an- 
emia. If you are a Volkswagen owner 
why don’t you drop a line to Judson 
Research and Mfg. Co. in Conshohock- 
en, Pa. and let them send you all the 
information on their VW Supercharger 
Installation. Get all the power out of 
your Volkswagen. Power that you never 
realized was there, smooth surging 
power that is always available with a 
supercharged engine. 
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1956 Grand Prix of Endurance 
AMERICA'S GREATEST SPORTS CAR RACE 
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For the first time ever: a superb high quality 12 
inch long playing record of all the sounds that 
make up America’s greatest sports car race. Over 
60 minutes of interviews with the world’s greatest 


drivers . Fangio, Moss, Collins, Behra, Hill, 
Musso, Menditeguy, Bennett, Rubirosa, Portago, 
Parnell. The sounds of Ferraris, Maseratis, Jags, 
Aston Martins, Porsche, Corvettes, Lotus etc. 
warming up, revving, roaring by at speed, coming 
out of corners flat out. The fabulous Le Mans 
start, pit activity, the fantastic sounds of Fangio 
shifting up and down as he makes the five mile 
circuit, and dozens of other remarkable on-the-spot 
sounds which are so exciting to driver and spec- 
tator alike. 


12°* LP Recording 5001 $5.95 postpaid 





Riverside Records, Dept. A 
418 West 49th Street, New York 19, N. Y. 


Send me . copies at $5.95 each. 
Nas bs abiliaNpabanhiesepevincastbion deguneniptiaeticasée 


Address. 














Price 


69% 


A handy tube 
8 Oz. Can-$3. 


New From Germany 


If you own—or plan to own 
—a sports car or foreign 
car you can’t afford to be 
without 


Simichrompoli 


In use . Simichrompoli WILL NOT 
SCRATCH (can be used to polish DP lexiglass) 
and contains no acids to attack the metal after 
use. Will polish with ease such light metals as 
Gold, Silver, Brass, Copper, and performs 
equally weil upon ‘‘unpolishable’’ materials 
such as Aluminum, Vewter, Cadmium-Stain 
less Steel, ete 

the very finest metal polish made any- 
where for BRASS e ALUMINUM e CHROME 
e LUCITE ¢ BRONZE e TIN ¢ CAD 
MIUM © PEWTER, etc 

Use sparingly. It lasts and lasts! 


COMPETITION 
CHEMICALS 

704 Washington Ave. 
lowa Falls, lowa 





Eastern Distributors 
WINDHAM HOBBY SHOP INC. 
WINDHAM, N. Y. 
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Jinxed Front Drive 


(Continued from page 15) 


that sort of thing except to suggest the 
expert take a couple of aspirins and 
lie down for a while. 

Others, with a bit more upstairs, 
claim the Cord’s steering was so heavy 
no lady could drive one. There is some- 
thing to this, but not much. Cord 
steering was on the heavy side, as the 
steering wheels also transmitted the 
power. But it actually required no more 
spinach to turn the wheel of a Cord 
than to handle any other high perfor- 
mance car of the period. Girls seemed 
to manage all right. They may not have 
been ladies, but after twenty years that 
hardly matters any more. 

Closer to paydirt are those who con- 
nect the Cord’s unpopularity with the 
constant velocity universals that took 
the drive from the differential and 
passed it on to the wheels at no matter 
what angle the latter were turned for 
steering. Some of these gave plenty of 
headaches. 

What is necessary for front-wheel- 
drive, with its sheer operating angles, 
is a universal that supplies power at a 
constant velocity. The principle was 
described by an English engineer named 
Robert Hooke, back in 1690, but since 
those innocent days the designers have 
got hold of the principle and simplified 
it to such heights of complication that 
one constant velocity joint is today 
more weird and wonderful than the 
next. 

The trouble with the Cord’s Rzeppas 
was that they had to be machined to 
infinitesimal tolerances and _ installed 
just right. Some Cords had good uni- 
versals, well put in. Many of these are 
operating today without a hint of 
trouble. Others, a few thousandths off 
in machining, or set in a fraction out 
of line, soon wore, and before long at 
every corner made a noise as though 
the whole front end were being fed 
through a meat grinder. This accounts 
for the violent. reactions people had 
toward the Cord. Those who knew cars 
with lucky universals swore it was a fine 
car done to death by the evil machina- 
tions of Wall Street; those who heard 
bad universals in action swore equally 
vehemently that it was a rotten car due 
to the evil machinery of front drive. 

Universal trouble was what the Cord 
and the early Citroén Traction-avant 
had in common. Even good Cord uni- 
versals had a distinctive death rattle at 
angles above 20°. Citroén universals 
couldn’t work at all above 38°, which 


gave the 114 inch wheelbase model a 
45-foot turning circle, same as _ the 
Caddy with 15 inches more between the 
hubs. French wiseguys insist that Paris’ 
wide avenues and broad squares were 
put there so Citroéns could make U- 
turns. 


If the Citroén Traction-avant, which 
appeared in 1933, was inspired by an- 
other automobile it was probably the 
Adler Trumpf, which monocled World 
War I ace H. G. Rohr designed in 
Germany the year before. Unusual for 
its day was the Trumpf’s all-steel body 
welded to a box-section chassis. This 
may have been a forerunner of Citroén’s 
monoshell construction. The Trumpf 
itself was later manufactured under 
license in France as the Supertraction, 
by Lucien Rosengart, who had made a 
fortune through buying the rights to 
the classic British Austin Seven. 

France, Germany, England, and Aus- 
tria produced the bulk of the front- 
drive cars, but even little Belgium tried 
its luck with one called La Violette, 
which proved a bit too shrinking. Italy’s 
contribution was the radial-engined 
Ninfea, which came out about ten years 
ago, but hasn’t made anything like a 
splash yet. 

Of course, in those years there was 
no shortage of screwball designs, Britain 
was especially unfortunate with the 
Hayes-Pennington, a lethal device that 
appeared about 1896, with front wheel 
drive and rear wheel steering. It was 
frequently found.lying on its side. In 
the twenties some inspired gadgeteer 
produced the Stanhope, with chain 
drive to both front wheels. This gave 
the car the appearance of going back- 
wards at all times except, of course, 
when it actually was going backwards. 

Dr. Porsche, the Volkswagen genius, 
perpetrated a highly peculiar convey- 
ance called the Porsche-Lohner Chaise, 
which made its debut at the Paris 
World’s Fair of 1900 and is still to be 
seen among the oddities at the Vienna 
Technical Museum. Battery operated, 
the electric motors were located in the 
front wheels, and drove the car at a 
nine mph top. After three and a half 
hours of this mad pace, you had to 
stop and get the batteries recharged. 

First prize for screwballery, though, 
goes hands down to the French Latil 
and Riancey, which really tried to re- 
place the horse. Its front-drive unit 
could be unbolted from the chassis and 
hitched to a buggy! 

The first of the early Continental 
successes was the DKW, a tiny, light, 
but peppy creation 
twin-cylinder, engine set 
crosswise on the chassis was the one 
used in the DKW motorcycle. First 
produced in 1929, the DKW is still 


(Continued on page 58 ) 


whose air-colled 


two-stroke 




















Sawed-off Six 


(Continued from page 27 ) 


Jaguar’s characteristic twin overhead 
cams are driven by a two-stage double- 
row chain layout, with separate tension. 
ing for the upper and lower chains. 
The top one is tightened by an eccen- 
tric idler sprocket, while new height 
restrictions have caused a hydraulically 
actuated Neoprene-faced slipper to take 
the place of the long Weller spring 
tensioner used on the bottom chain 
of the 3.5 engine. The cams themselves 
are very conservative, with intake tim- 
ing identical to that on the first XK 
120’s. Now standard in the 140’s, the 
old “M” cam has the same 240 degree 
duration with the lift increased from 
“eg to 3% inch by continuing the flanks 
and eliminating the dwell. This is a 
good road cam, but a special grind 
would be much more appreciable to 
the potential of the 2.4. It must, how- 
ever, recognize the limitations of the 
flat-faced chilled cast-iron cup tappets. 

With the standard cams, and inner 
and outer valve springs rated respec- 
tively at 69.3 and 77.4 pounds per inch, 


valve float is held off until 700 rpm. 
This is very good for these moderate 
pressures, thanks to the low weight of 
the valve train, and some factory racing 
versions have used stretched stock 
springs with satisfaction. A special cam 
for these speeds should have springs to 
match, however, and this means intel- 
ligent experimentation. 


Carburetion 

Now that the valves and ports have 
been loosened up, it’s time to throw 
away that intake manifold. Two Solex 
downdraft carburetors are standard, 
each feeding a group of three cylinders 
with a 1% inch balancing orifice cast 
between. The design is of the most 
basic type, heavily water-jacketed to 
improve vaporization. Similar criticism 
can be made of the manifolds for the 
XK series, but they at any rate can 
carry twin SU sidedraft carburetors up 
to two inches in diameter. These will 
bolt right on the 2.4, and there seems 
to be plenty of room for them in the 
standard sedan, which is no surprise. 

If you take your motoring seriously, 
though, a specially fabricated manifold 
is more than worth the moderate effort 
involved. Possible gasworks that could 
be fitted are trios of SU or Zenith 


sidedrafts, of of Carter sidedrafts with 
their variable venturis. To cater fully 
to the six ports, if you have the jingle 


in your jeans you can order up three 
twin-choke Weber or Solex sidedrafts, 
the former of which is available from 
the factory as used in the D-Types. 
Less cash but more hard work would 
be required by six single Amals, and 
the ultimate would probably be injec- 
tion, either by the Jaguar-developed 
Lucas system or by one of Hilborn’s 
latest gas adapted constant-flow units. 

Special intake manifolding with six 
separate chokes or injectors both im- 
proves distribution and allows remark- 
able cylinder filling through the use 
of tuned intake lengths. Don’t forget, 
though, that a special water riser mani- 
fold must also be fabricated, preferably 
with air-space distance between it and 
the intake piping. Tuning is equally 
valuable on the exhaust end, and in- 
dispensable for the revs we want to 
run. The stock manifolding is right in 
principle but heavy and rough intern- 
ally, while the latest factory D-Type 
looks about perfect, with smooth 
welded piping for the front and rear 
groups of three leading into separate 
single pipes to a low-pressure area at 
the rear of the car. 


Practiaclly all hot Jags of the larger 


size have performed creditably with 
straightforwards single-breaker coil ig- 
nition, which is actually quite adequate 
for a six. This could be overworked 
above 6500 rpm on the 2.4, which 
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deserves a special breaker, a Magspark, 
or a full magneto. A wide range of 
plugs is available from several manu- 
facturers, and the standard 8/1 com- 
pression is Champion N8B. A point to 
watch in the combustion chamber is 
that portion of head threading that 
is not covered by a fully-inserted plug. 
It’s a possible hot-spot source, and 
should be custom-trimmed away. 


Cooling 

Since they had their own’ private 
Le Mans disaster in 1952, Jaguars im- 
proved the design of their water pump, 
which is now efficient at very high 
speeds. Nevertheless, a reduction in the 
present drive ration of 1 to 9.9 might 
be necessary for faster crank rotation. 
The pump output feeds into a duct 
cast high on the exhaust side of the 
block, and vertical vents from this 
carry “cool’’ water across the head 
joint and directly to the exhaust valve 
seats and guides, This is a top feature, 
but can be improved as was done on 
a production D head specially factory 
tuned for Lou Brero. It has small sheet 
metal baffles in those vents that send 
the water directly to the seats without 
pre-heating from the exhaust port sur- 
face. 

Pumped water passes straight across 
the intake valves. The cylinder bores 
the head to the four outlet holes, via 
are cooled by thermosyphon circulation 


only, which keeps their temperature 
level relatively high and reduces the 
amount of heat rejection to the cooling 
water. 

The Jaguar 2.4 engine actually made 
its first public appearance in 1954, 
when the factory put two prototype 
engines in D-Types to try to take ad- 
vantage of the handicapping in the 
Tourist Trophy. The cars weren't suc- 
cessful, but their speeds were very close 
to those of the 3.5 liter cars, since they 
were topped by the same modified C 
heads and twin-choke Webers. In stark 
theory, the 2.4 should have the same 
output as its big brother if the curve 
of bmep to piston speed could be held 
at the same level. This has been the 
objective of the preceding modifica- 
tions, and the factory, not overlooking 
the fact that the present Grand Prix 
limit is 2.5 liters, have done a little 
development work on their own. 

They've fitted it with the top-secret 
works D-Type head, which has intake 
and exhaust valves of two and 114g, 
inches diameter respectively, more 
steeply inclined in a non-hemispherical 
pent-roof chamber with provisions for 
twin ignition. Special slipper pistons 
are matched to this chamber and their 
high crowns are deeply bevelled for 
valve clearance, while the compression 
ratio remains at the factory limit of 
9/1. The intake ports are huge and 


die-straight, and the whole valve train 
from cams on down has been overde- 
signed to allow very high loadings with 
moderate ramp angles. 

With the above head, plus the Lucas 
fuel injection that has made the big 
D the hottest thing from Sebring to 
Silverstone, this production block has 
been delivering a reliable 270 horse- 
power at 6000 rpm, which the experi- 
mental department regards as_ the 
steady operating limit. This is on gas, 
of course, and is approaching both 
GP outputs and two horsepower per 
cubic inch. They have a space-frame 
single-seater to carry it, but the chances 
are that Lyons will guide his firm away 
fro mthe rigors of Grand Prix compe- 
tition. The engine is certainly suitable 
for the private GP car builder, though, 
the only drawback being the high 
weight of 529 pounds. There’s an 
aluminum 2.4 block kicking around 
the Jag shops, but it’s unfortunately 
not getting much attention. That 
poundage is put to good use, in a 
sturdy crankcase and beam-like shaft, 
and the 2.4 should set new records 
for output and unbreakability. A final 
thought in passing, too, is the new 151 
cubic inch limit due to go into opera 
tion in USAC Championship events, 
including Indianapolis. 
Miller anyone? 
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MG owners know what the behind 
seat trunk room is like and know that 
it can hold a surprising amount when 
the top is up. Two twist catches allow 
the wooden floor to be lifted for quick 
access to the twin six-volt batteries and 
the Salisbury hypoid rear axle. 

You may have gathered by now that 
the creature comforts are on the slim 
side, though starkly honest, and the 
ride of the Plus Four has the same raw 
attitude. It tackles big bumps with a 
leaping, bounding motion which yet 
avoids the discomfort of true pitching. 
Our car was fitted with Michelin X 
tires, which can be run effectively at 
very low pressures and were thus of 
great help in lessening the effect of 
small ripples on the stiff Morgan sus- 
pension. The frame is unusually stiff 
for a classic suspension layout, but small 
vibrations still give the body a hard 
time and search out all potential rattle 
sources, Generally the ride is hard but 
reassuring in that its response is always 
consistent. 

To the enthusiastic driver, though, 


it’s all more than worthwhile when he 
wrings the Plus Four out through every 
variety of bend and finds it clinging 
tight, flat and fast. There is very little 
roll and no unwelcome dip at either 
end, thanks to the stiff springing. This 
also led us to expect, in combination 
with a slightly rearward weight bias, 
an oversteer on corners, but in fact 
the Morgan understeers very powerfully 
at most speeds. This is accounted for 
by the front suspension geometry, 
which is such that the wheels lean out 
with the car on corners, and also by 
the fact that the front end is much 
stiffer than the rear and thus assumes 
more of the overturning couple in 
spite of a low front roll center. 


Steering 


Steer characteristics is a function of 
relative front-rear cornering powers, 
and on an overall basis the Morgan 
ranks as one of the stickingest cars we 
have tested. Steering is not ideal, with 
two inches of play at the rim and a 
strong caster action that verges on 
heaviness, but it is fast and free from 
excessive road reaction. Understeer 
plus heaviness means that the Morgan 
will go wherever you have the strength 
to point it. The rear end just follows 
along and never tries to get out of 
hand, though bumpy surfaces can catch 
it off balance. We tried tire pressures 


from 23 to 30 pounds, and the only 
penalty of the lower figure was a slight 
amount of tire howl. Wheel response 
is instantaneous and predictable, and 
the close-up driving position is well 
matched to the requirements of the 
job. At higher speeds there is just 
enough surplus power available to 
allow honest drifting, which rounds 
out the Plus Four’s range and confirms 
it as tops in handling. 

Stiff rear leaf springs have further 
benefits when used with a Hotchkiss 
drive, as demonstrated by the TR3 
Morgan, which bats off from a standing 
start without a trace of axle hop, wind. 
up or judder. Fither a chirp or mom- 
entary wheelspin, according to taste, 
and away you go. Clutch pedal travel 
is short, and the engagement is smooth 
yet solid, remaining that way through 
all our tests. The gearbox setup is 
one of the Morgan's unusuai features, 
in that the clutch housing and _ trans- 
mission are separated by some nine- 
teen inches of cast tube and splined 
clutch shaft. The box thus rests at the 
forward edge of the seats and that 
short handy lever goes right down into 
the works without the aid of remote 


controls. Since the gear layout and 
casing are substantially the same as 
those used in the Jaguar, the unit is 


(Continued on page 59) 
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A NEW DEVIN FIBREGLASS BODY- - $295.00 


Slightly smaller than a Ferrari Monza. . . Will fit 80°" to 88°" wheel- for mounting included . . . Overall length approx. 150°’. floor to 
base, treads from 45°’ to 50" ... Engine compartment may be top of instrument hood approx. 27°’. floor to top of headrest approx. 
varied to fit all but the largest engines . er headrest 32”° - Width of body at front wheel opening 58°’, at rear wheel 
optional for left side only is included in price. ... » $25.00 additional opening 56° . . . Moulding for mounting windshield $10.00 ... 
for removable headrest for either side . . Integral instrument hood Liner for rear of cockpit. includes bucket seats. drive shaft tunnel 
at no additional charge on left side of all bodies . . . Instrument and part of floor boards, makes installation very strong. light and 
hood on right side $10.00 additional . . . Bodies are trimmed and simple, $75.00 . . . Door liners $10.00 each . ye dashboard 
crated at no additional charge . . . Weight of body approx. 70 and door jambs $20.00 . Frames for our body and Chevrolet V8 
lbs, crated weight <peren. 100 lbs . . . Body surface will require engine and all American components available very soon . . 
light sanding to remove high gloss prior to paintin . Bod Sorry we haven't answered sooner but we are covered with cor- 
makes ideal installation on TRI and specials with Chevrolet Vv respondence and orders . . . Prices and specifications subject to 
engines . . . Many of the longer wheelbase car frames can be change without notice . .. All prices f.o.b. Fontana, California 
shortened to take body at very reasonable costs . . . Suggestions . . . Dealer inquiries invited. 


DEVIN ENTERPRISES, P.O. BOX 357, FONTANA, CALIFORNIA 


SEE AUTHORIZED DEALER NEAREST YOU 


Quinn Auto Parts Chaffee’s Sports Cars H. W. Hunter Motor Co. Speed Research Associates Lancer Motor Co. 
3920 Ist Ave., North 330 Euclid Ave. 44733 Sierra Hwy. 6 West Union Blvd. 12135 N.W. 19th Ave. 
Birmingham, Alabama Ontario, California Lancaster, California Bethlehem. Pennsylvania Miami, Florida 
Challenger Motors Tom’s Muffler Service Frank Dearing Motors Contemporary Motors Brown's Automotive 
8275 Melrose Ave. 2100 South St. 7th & Vine Sts. Phone 70846 136 Austin Avenue 
Los Angeles, California North Long Beach, Calif. Eureka, California Jackson. Tennessee Weatherford. Texas 


COMPETITION CARS 


CLASS H and G 





Also available: complete competition cars 

from $3000.00 to $4500.00. 

Cars available with single or dual ignition. 

Engines may be ordered with standard push rod valves or 
the new 4 cam engine, blown or unblown 

giving a power to weight ratio 


of approximately 6 pounds per horsepower. 


EARNEST INQUIRIES INVITED 
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Says Commander Wingate — 
"By Jove, what a 
blooming display 
of Power!" 
Gmiur racer GS) 
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Commander Wingate is right. In winning 
this year’s Pikes Peak climb Jerry Unser’s 
Jaguar not only set a new record, but 
defeated all the professional ew includ- 
ing Offys. Car was driven by Bobby Unser 
and powered by the now famous Isken- 
derian XM3 Cam and Engineered Spring 
Assembly. 


FOREIGN CAR 
RACING CAMSHAFTS 


in stock: Road and Competition grinds for — 
e JAGUAR (XK and Modified) 

e AUSTIN-HEALEY * MG 

¢ PORSCHE and VOLKSWAGEN 

e¢ TRIUMPH... and OTHER MAKES 


For Full Information See Your 
Local Agency ...or Write Direct 
For Literature 
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FOR WINTER DRIVING 





[] SENSATIONAL DUFFER COAT. This is some- 


thing terriffic. An absolute necessity for the own- 
er of an open car or a sports minded fan who 
expects to be in the open this fall and winter. 
Fully lined, 100% wool, beautifully tailored and 
extremely practical, the Duffer Coat is snug and 
warm yet allows freedom of movement. Fastens 
by pegs and ropes and has a detachable fou! 
weather hood. All in all, the greatest auto gar- 
ment we have come across since we bought our 
first Stutz Bearcat. Please circle choice. 


Color: Camel Navy 
Gal's sizes: Small, Medium, Large. 
Men's sizes: Small (34-36) Med. (38-40) Large 


(42-44) Extra Large. Price: $29.95. 


Calif. residents please include 4° sales tax. 
Prices subject to change. 
All items postpaid if remittance accompanies order 
MG MITTEN CUmberland 3-1410 
Box 121 Dept. S-11. 


South San Gabriel Calif. 
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Jinxed Front Drive 


Continued from page 54 
going strong today. It has even grown 
a radiator and an additional cylinder 
in the interim. 

The Traction has almost as long a 
production record: 23 years. Now begin- 
ning to seem slightly old fashioned, with 
its top well under eighty, it still retains 
its peculiar notoriety as the French 
gunman’s favorite getaway car. Slow as 
it is, it takes corners at a speed that 
sends conventional pursuers hurtling 
into the shrubbery, and what’s more, 
it’s good cover, for there are so many 
Tractions on the highways that a road 
check is a tedious business. French gun- 
men occasionally get caught, for the 
Gendarmerie Nationale uses Tractions 
too. 

Intended to replace this old standby 
is the Citroén DS 19, which appeared 
early this year and immediately created 
a stir. On first glance its most startling 
feature is a safety steering wheel, fixed 
by the rim to a broad, flat, curved 
column end, in order to prevent one 
of the messier aspects of a high-speed 
accident. However, the real mechanical 
wonders are under the hood, where 
hydraulic clutch, gearbox, steering, disc 
brakes, and suspension combine to make 
the DS 19 the most up to the minute 
car on the market. Its two-litre four- 
cylinder engine, with aluminum head, 
hemispherical combustion chambers, 
and twin downdraft carbs, develops 75 
bhp at 4500. Its makers claim a top 
speed of 87 mph. Old Traction hands 
note with envy that the DS 19 manages 
to do a 180° turn in a mere 36 feet 
one inch, though its wheelbase is 123 
inches. 

At the other end of the Citroén size 
and price is the tiny 2CV, designed to 
be only an improvement over the 
French peasant’s horse and buggy, but 
without question the most desirable car 
on the French market today. No sports 
car — its air-cooled flat twin develops 
nine bhp at 3500 rpm, for a top speed 
of an optimistic forty, and fifty miles 
to the gallon of the cheapest gas avail- 
able. (The company recommends the 
cheap stuff because its relatively low 
combustion temperature lengthens 
valve life.) Though the 2CV is slow 
and the ugliest vehicle to take up road 
space since the Chrysler Airflow, its 
economy, its ability to get along with 
no maintenance whatever, and its typ- 
ically front drive handling qualities 
make the 200 that roll off the assembly 





lines daily just a drop in the demand 
bucket. The factory is a year and a half 
behind on orders. 

Inventor of the Tracta joint and the 
Grégoire variable-flexibility coil-spring 
suspension, J. A. Grégoire made his 
reputation as a sports car designer when 
his Tracta team finished one, two and 
three in their class at Le Mans in 1929. 
No genius in business, he claims he 
never managed to sell at a profit any 
of the several hundred Tractas he built. 

Derived from a Grégoire design — the 
Aluminum Frangaise-Grégoire — the 
Dyna Panhard and its modified sport- 
ing offspring, the D.B., give astonishing 
performance with an air-cooled 850 cc. 
flat twin. I.F.S. in front, torsion bars 
aft, and an ingenious engine mounting 
on what appear to be torsion bars as 
well, make the Dyna and the D.B. sweet 
to drive — even at their maximum of 
80. It would have been interesting to 
see what Henry Kaiser would have done 
with the Aluminum Frangaise-Grégoire 
had he gone through with his plans to 
develop and produce it for the U. S. 
market. 

Though France has had almost her 
own way in front drive matters for the 
past twenty or so years, the German 
threat, always present in the D.K.W. is 
now getting stronger than ever. Begin- 
ning conventionally enough with the 
Hansa, Dr. Karl Borgward, the engi- 
neer-financier whose firm mushroomed 
in Germany since the end of the war, 
bit himself off several sizable hunks of 
the front-drive market, first with the 
relatively unexciting Goliath passenger 
cars and light trucks, and now with the 
really sensational little Lloyd. Cheapest 
car on the German market, it is still a 
record breaker: powered by a 386 cc. 
two-stroke engine it took the 300-mile 
title with an average of 87 mph, and 
averaged a highly respectable 77.3 mph 
in the 10,000 kilometer test. Makers’ 
claims for untuned stock models are 45 
mph for the little two-stroke, and 59 
mph for the larger Lloyd, supplied with 
a 596 cc twin-overhead-cam four-stroke 
power plant. 


With front drive successes coming 
relatively thick and fast these days, one 
might expect the traction addicts to 
feel the dawn is breaking at last. They 
don’t. With the bulk of the motoring 
public still leery of front drive, the 
addicts refuse to be comforted by tri- 
umphs here and there. If not for pre- 
judice, they insist, all cars would be 
dragged along by their front wheels. 
This prejudice extends from the show- 
rooms to the design rooms, to the board- 
rooms of the great automobile factories. 
And even higher than that — the good 
Lord, front-drive fans feel, started it 
all when He put the rabbit’s power in 


the wrong set of legs. Dembling 











Morgan 


(Continued from page 56) 
more than strong enough and has good 
ratios. 

Easy control is provided by the direct 
lever, and the travel is so short that 
at first you are not sure of being in 
gear. Second gear synchromesh can 
easily be faulted, but the top two gears 
are better. Competition security is pro- 
vided by a block for the lefthand 
reverse that can only be overcome by 
lifting the lever. 


Engines 

Few engines have so qu «ly estab- 
lished themselves in stock competition 
as the Triumph TR series, and the 
latest TR3 version has undergone en- 
largements in port and carburetor size 
to make full use of the high revs it can 
reach, The engine in this “Sebring” 
car was smooth and solid up to the 6000 
rpm that we were permitted, and it felt 
ready to tackle more. Very good torque 
in the low ranges gave that “wall- 
climbing” feeling no matter what gear 
you were in. Acceleration through the 
gears as recorded is very quick, though 
the low-speed times were marred slightly 
by the bigger-than-normal tires fitted 
for long distance competition. The use 
of a straight pipe also prevents judge- 
ment of noise, but the standard Morgan 
has the pleasantly sharp sound of the 
early ITR2 Triumphs. This machine 
had a delightful shriek over 5000 revs, 
appreciation of which, however, was 
not widespread. We love it, and it 
matched the car’s personality perfectly. 

Out on the road the Morgan is well 
within its limits at 75 or 80 and tracks 
very well with a light hand on the 
wheel, while wind noise is moderate for 
a body of this shape. Controlled by a 
firewall dimmer switch, the headlights 
are as usual adequate up to around 65 
mph. When on a trip you must remem- 
ber to press the foot-operated engine 
oil supply to the front suspension every 
fifty miles or so, and only eleven other 
greasing points require attention. 

Engine accessibility recalls one of the 
admitted glories of a bygone age. Every- 
thing’s handy and a cinch to work on. 
That long, louvered hood is best viewed 
from the driver’s seat, though, where we 
guarantee it will give the meekest of 
chauffeurs an anticipatory thrill. It’s no 
ruse, for the Morgan knows its purpose 
in life and has been at it a lot longer 
than most of these upstarts. Just tell it 
you're the boss, and you'll have made 
the sincerest of friends. K.E.L. 





ARNOLT-BRISTOL BOLIDE 


Race car or road car? The Arnolt-Bristol 
Bolide combines the best fedtures of both 
into a prime specimen of that rarity, the 
true high performance sports car. 

Repeating last year’s victory, the Arnolt- 
Bristol Bolide finished 1, 2, and 4 in the two 
litre series production class in the 1956 12 
| hour Sebring Grand Prix. Yet its 2 litre en- 
| gine is as tractable in traffic as it is ferocious 
| on the track. Full road equipment. SCCA 
approved for production car racing. Not 
even a spark plug change is required to go 
from the supermarket to the starting line. 


$4250. 





Ss. H. Arnolt Inc. 
153 E. Ohio St. 
Chicago 11, Il. 














RAM@oTE FLEXJBLE 


Restores - Colors - Protects Leather, 


"MORGAN" 


Leatherette and Vinyl Plastic Now available with TR-3 Engine 


Is your leather or plastic uphol- 
stery faded or worn? RamCote re- 
stores the original color and tex- 
ture to your car's upholstery. 
You can change color, too!” 7 
| Available in eleven standard 
colors and clear. Any shode 
obtainable by inter-mixing 
colors. Easily applied, brush 
or spray. Won't chip or peel 
Waterproof—fadeproof. Use 
on Luggage, Sports , Equip- 
ment, Lounge Chairs, etc. See your local dealer or 
write for FREE information and color chart 
RAMCOTE PRODUCTS, Dept. S-116 
1141 W. 69th St. Chicago 21, Hlinois 












4/4 Series Il 
for only $1995.00 


Also introducing the new Model 


Complete stock of factory parts 


European Delivery on Request 


Worldwide Import Inc. 
1968 So. Sepulveda Bivd. 
Los Angeles 25, Calif. 


Distributors for the Western U.S.A. 

















HOLDA PLATE 


Custom Contoured to Fit Your Bumper 
NO HOLES TO DRILL @ HANDSOME BAKED BLACK 
FINISH @ CONCOURS QUALITY @ TO FIT MG - HEALEY 
TR - PORSCHE - SIMCA - JAGUAR - MERCEDES 
T-BIRD - MORGAN - and other Sports Cars. 


OFFICES & SHOWROOM ons MAILING ADDRESS 
Vilem B. Haan ees 
10305 Santa Monica Blvd. CRestview 1-3775 Post Office i 
West Los Angeles 25 Beverly Hills 
California Write for free illustrated catalogue California 
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‘Speed 


with SAFETY 
FRELLI 


TIRES 
for Sport, High Speed Touring, Racing 


The world’s leading racers use 
“PIRELLI” for its safety and road- 
holding. The non-skid tread will 
never let you down even on wet rain- 
swept streets. Whatever your car 
make there’s a “PIRELLI” to give 
you speed with safety. 
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245 W. 56th St. 
New York 19 
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a delightful addition to your 
VOLKSWAGEN 


Custom tailored, 
washable VW front 


SEAT COVERS 
¢ TERRY CLOTH 
$9.95 

* CORDUROY 
$12.95 

in the smartest colors: 

Silver, Charcoal, Red, 

Blond, Beige, Henna and 


many others in stripes 
and solids. 





FOR YEAR 'ROUND COMFORT AND BEAUTY 
See your VW Dealer or order direct; sent postpaid if 


remittance accompanies order, (add 4% sales tax in 
Calif.), state year model. 


Also, Custom Covers for KARMANN, GHIA, PORSCHE, 
MG, HEALEY, TR & JAGUAR. Send postcard for samples 
of materials and colors. 





BOX 1221, BAKERSFIELD, CALIF. 
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Cooper Climax 


(Continued from page 37 ) 


The chassis frame itself follows gen- 
erally that of the Mark IX Cooper. 
The two main side members fabricated 
of 18 gauge tubing 1.5 inches in diam- 
eter are roughly triangular in shape 
and are deepest in section in the cock- 
pit area. Welded to the main side 
members just in front of the cockpit 
and serving as a mount for the instru- 
ment panel is an elliptical hoop sec- 
tion of 1.5 inch tubing that runs the 
full width of the car. This hoop sec- 
tion is duplicated just to the rear of 
the cockpit. The straight cross mem- 
bers are also tubing of the same gauge 
and section as the side members. This 
chassis frame with the welded on 
brackets for the engine mounts, springs, 
shocks and “A” frames is said to weigh 
only 65 pounds. It’s interesting that 
Cooper has managed again here to 
avoid the use of fabricated “Box” sec- 
tions to carry the suspension units. 
Considerable engineering time must 
have been spent to make this design 
possible, but it has obviously paid off 
in the saving of weight. 

The driver’s seat is inside and on the 
same level as the lower side member 
tubes, this being made possible by the 
absence of a driveshaft. The passenger 
seat is more or less out-rigged on the 
left hand side. The occasional passen- 
ger is no doubt encouraged to learn 
that an extra length of tubing was 
added to the chassis frame to accom- 
modate his weight. 

suspension 

The regular Cooper practice of inde- 
pendent suspension for all four wheels 
is continued here. Again the method 
used is the well proven one of the 
lower “A” frame, transverse leaf spring. 
Development on this theme has come 
to be a Cooper specialty. In addition 
to passing the transverse leaf spring 
through rollered channels that limit 
its effective length under roll condi- 
tions, but still allowing the entire 
length to operate in suspension, the 
front spring is two inches shorter than 
that used in the rear. This concern 
with increasing the roll-stiffness and 
still maintaining a “soft” spring rate 
at static load, particularly at the front, 
may indicate that understeer, inherent 
with this type of suspension, may be a 
problem. It will be interesting to see if 
the drivers of these cars will find as 
their skill increases and their lap times 
go up, that the car has a tendency to 
push its front wheels, especially in the 
slower corners. 





At the front the “A” 
transverse spring are connected by 
welded-up steel king-pin carriers. This 
job is done at the rear by magnesium 
castings that also carry the bearings for 
the half-shafts and rear wheel hubs. 
The distance between spring eye and 
wheel center is two inches greater in 
the rear than at the front. The wheel 
deflection on bump and rebound is 
equal front and rear. 

The steering as in all Coopers is by 
rack and pinion of Cooper design. On 
this car the cast housing runs the full 
width of the frame. Short adjustable 
track rods connect the rack ends with 
steel steering arms that are bolted to 
the stub axles. About one and three- 
quarter turns are necessary to go from 
lock to lock. 

Gearbox 

Gearboxes suitable for use in limited 
production sports-racing cars are hard 
to find. This particular problem handi- 
capped the Cunningham cars through- 
out their manufacture. Cooper solves 
this problem very neatly by adapting a 
Citroén gearbox and front wheel final 
drive unit to the Climax engine. The 
difference in running position reversed 
the direction of rotation for the unit 
and made it necessary to fit a seal in 
the clutch and of the box to prevent 
oil from the gear case being pumped 
into the clutch housing. About the 
only part of the gearbox that is still 
stock Citroén is the gear case itself. 
E.R.S.A., Parisian supplier of Les Re- 
charges Hot to French hot rodders, 
makes the non-standard internal ra- 
tios. All speeds, four forward and re- 
verse are crash-type as opposed to a 
synchromesh third and fourth in a 
standard Citroén box. The gear layout 
in the box is conventional. Helically 
cut, constant mesh gears are carried 
on two shafts, the primary, or input, 
shaft passes over the differential unit 
and alongside the ring gear, carrying 
the free gears and selector dogs. The 
secondary shaft and final drive pinion 
are machined together from a forging, 
the pinion is of course the forward 
end, and all gears on this shaft are 
fixed. The ring gear and differential 
carrier bearings are mounted to the 
gear case by means of caps. 

A 7.25 inch Borg and Beck single 
plate clutch transmits the drive from 
engine to gearbox, the clutch housing 
serving as a connection between the 
two units. The absence of the usual 
drive shaft and the extensive use of 
light alloys gives this 1100 a clutch, 
transmission and final drive unit that 
weighs less than 115 pounds. 


frames and 


Power train 
The power and drive unit has six 
points of attachment to the frame. The 
front engine mount is similar to that 
of the TC MG in that it is a transverse 











plate bolted up with the timing cover 
and attached at its ends to the frame. 
The rear engine mounts are small 
plates on each side of the clutch hous- 
ing. The two gear box mounts serve 
only to locate the unit laterally. All 
these mounts are rubber bushed to cut 
vibration. 

The rear wheels are driven through 
universally jointed telescopic shafts 
that bolt up to flanges on the gearbox 
and the rear wheel half-shafts. Clutch 
operation is hydraulic, the slave cylin- 
der being mounted on the rear engine 
plate and connected to the clutch re- 
lease shaft. 

The shifting linkage to the remote 
gearbox looks like a mechanical arm 
for the man from Mars, but is beauti- 
ful in operation. Located on _ the 
driver’s right, the short lever actuates 
two long rods connected to levers on 
the gearbox that in turn operate the 
internal selector rods. The shift pat- 
tern is of the standard “H” type with 
reverse being gained by overriding a 
spring-loaded stop in the first gear po- 
sition. 

The 10 inch diameter, 1.75-inch- 
wide brakes are actuated by dual 
linked master cylinders mounted on 
the front cross tube of the chassis. The 
cast magnesium drums _ incorporate 
steel liners and are liberally finned. 
The usual practice of two leading shoes 
in front with one leading and one 





trailing shoe is followed here. The 
hand brake operates the rear system 
by means of a steel cable to the master 
cylinder for the rear wheels. 

The power plant is the Mark II ver- 
sion of the 1100 Coventry Climax unit 
for which over 80 bhp is claimed. Ex- 
ternally, the intake manifold is slightly 
different from the- other Climax en- 
gines we have seen; internally, other 
than a slightly higher compression ra- 
tio, nothing has been discernably 
changed. The cam timing is unchanged 
from the earlier models. 

An eight gallon fuel tank is mounted 
to the right and slightly ahead of the 
driver’s seat in the outrigged portion 
of the frame. Held in place by rubber 
shock cords, there is plenty of room 
for a larger tank, if entry in long dis- 
tance events should make it desirable. 
The radiator is mounted in the nose 
piece shell with a series of tubes and 
hoses carrying the water back along 
the chassis tubes to the engine-mounted 
water pump and back to the radia- 
tor from the header tank. The header 
tank is of small capacity and is mounted 
over the engine just to the rear of the 
driver’s head. 

From the rear of the cockpit the 
complete tail section hinges upward 
and back, exposing ‘the entire engine 
and final drive unit. The nose piece is 
hinged in the front and lifts from just 
forward of the cockpit to expose the 


controls and battery. Flexible rubber 
hoses make it possible to do this with- 
out disconnecting the radiator. The 
single side panel on the right is at- 
tached with Dzus fasteners and is also 
instantly detachable. On the left the 
metal tonneau cover for the passenger 
compartment is Dzus fastened to the 
door panel which is hinged along the 
bottom edge. The inner edge of the 
tonneau is fastened to a chassis tube 
with a locking handle and the upper 
edge of the door has small sliding 
locks on each end. 

John Cooper’s method of answering 
the problem of how to shape the tail 
on a car by just not putting one on is 
an admirable one, but it isn’t fair to 
all the bench racers. Of all the theories 
advanced, I subscribe only to the one 
that attributes this manx cat tailed 
treatment to a fine sense of humor. 
Anyway the body shape seems perfectly 
adequate for the speeds that this car is 
capable of attaining. 

Weight distribution with a full fuel 
tank and a 160 pound driver seems to 
work out the weight distribution at 45 
percent on the front wheels and 55 
percent on the rear. 

All things considered, Cooper is 
marketing an amazing product in this 
1100 and the possibility that these 
small manufacturers are ushering in a 
new era in automobile racing is not 
remote. Russ Kelly 
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Renowned German Engineering gives... 
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Uni-syn Multiple 
Carburetor 
Synchronizer 

Uni-syn, an instru- 
ment for balancing 
multiple carburetors 
of any type, down 
draft or side draft. 
® Sturdy construc- 
tion @ Positive 
float readings ® 
@ Fits all carbu- 
retor sizes @ En- 
thusiastically rec-~ 
ommended by users 
® No adaptors 
needed. 
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Royze Carburetor Gaskets kits qvailable 
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Dept. ||, '509 Centinela Ave., Inglewood, Calif. 
OR. 8-7032 

















M.G., JAGUAR OR VOLKSWAGEN 


Key Chain with Miniature Auto..........$1.75 
Key Chain with Emblem.................... $1.50 
Miniature Automobile Ladies’ Pin......$1.60 
Tie Clip & Cuff Link Set..........00000.... ....$4.50 
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Want to correspond with friends in 
other states and countries? There are 
thousands of hobbyists all over the 


world who'd like to hear from you. 


You’ll find their names and addresses in 
the new PEN PALS magazine! Be sure 
to buy your copy of PEN PALS... 


now on sale at your favorite newsstand. 





Beat the Wind 


(Continued from page 23 ) 


Baumm’s ideas for the purely me- 
chanical construction of his vehicles 
were just as radically original as his 
ideas for streamlining. He specified unit 
construction for the somewhat cigar- 
shaped body; the shell and frame were 
one and the same. The shell material 
was magnesium alloy about .040-in. 
thick. It was reinforced with half-round 
stiffeners of the same metal, riveted in 
intersecting spiral paths to the inside of 
the shell. The engine mount was a sim- 
ple base-plate behind the rider and on 
the floor of the shell. The rider reclin- 
ing almost horizontally, as on a deck- 
chair or in a hammock. Said Baumm 
unequivocally, “We've been slaves to 
the horseback position long enough.” 

The handle bars, located under the 
seat, controlled the front wheel fork by 
a novel but simple system of parallelo- 
gram links. When at rest the driver 
could steady the machine by putting his 
feet on the ground, through two open- 
ings in the shell. Once under way he 
pulls his feet inside the shell, like an 
airplane retracting its landing gear, and 
with a lever, closes two flaps over the 
openings. 

When the NSU crew arrived on the 
salt in late July, they came loaded for 
bear and with two firm intentions—one, 
to set records that would stand for a 
long, long time, and two, to make fur- 
ther cautious exploration of the Baumm 
design’s unpredictable potential. To ac- 
complish these ends, they brought a 
much refined version of the Delphin, 
two Baumm machines, nine mechanics, 
three F. I. M. timekeepers, six corre- 
spondents, representatives of the Voice 
of America, a battery of top-ranking 
company brass, about 50 packing crates 
and two road-racing motorcycles to 
serve as portable test stands. They hired 
the two best riders that could be had. 
One was lanky, blond Herz, who was 
slated to herd the heavier iron—the 350 
cc and 500 cc Delphin, and the biggest 
of the Baumm machines, the 250 cc 
cc Baumm IV. The other small, jockey- 
like, 46-year-old H. P. Mueller, an 
ex-Auto Union driver who had been 
riding in motorcycle road races for a 
quarter of a century. Mueller had 
logged more miles at the controls of the 
little Baumm machines than any man 
alive, including economy tests that 
yielded an amazing 252 miles per gal- 
lon at 68 mph. 


NSU had made every conceivable 
preparation for the assault. The speed 





potential of each shell with each engine 
was calculated within close limits. The 
record runs were simulated on test 
bench and in wind tunnel. But the 
laboratory isn’t the salt, and in spite of 
the careful planning, the runs started 
badly. 

For one thing, the engineers had over- 
estimated the smoothness of the salt. 
They found that the regular road-rac- 
ing suspension on the record machines 
was too hard for high speeds. Then it 
began to rain—the price of coming early 
in the season. The salt stayed damp, 
slippery and impossible for days. 

Worst of all, there was the gusty, un- 
predictable desert wind. A motorcycle’s 
lateral adhesion is a precarious thing— 
much more so than that of a car, with its 
four big patches of tire tread gripping 
the road. A two-wheeler’s vertical sta- 
bility is no less tricky, and the lower the 
center of gravity the more suddenly and 
violently it reacts to side forces. NSU 
got a painful demonstration of this fact 
during the first of the record attempts. 
Herz took off on the Baumm IV, accele- 
rated smoothly and powerfully toward 
the timing traps and pow—a sudden 
blast of side wind cocked the projectile 
on its course. Herz corrected, too much. 
At about 185 mph he re corrected and 
the bike went into a crazy wobble. Then 
it crashed over on its side, flipped over 
many times, took a final end-over-end 
flip and skidded to rest. 

Miraculously, Herz crawled out of the 
machine neither scratched nor bruised, 
and only slightly shaken—a living testi- 
monial to the tremendous ruggedness of 
the Baumm monocoque design. The 
only damage to the machine was a bent 
front fork and a dent or two in the 
shell; both could have been easily re- 
paired if the alignment templates had 
been closer than Germany. 

The next day Herz was ready to go 
again — this time on the Delphin. He 
straddled the blown 350 cc engine, put 
his chin on the sponge-rubber pad on 
the fuel tank, tore off down the salt— 
and again a gust of wind thrust him off 
course. His recent educational exper- 
ience on the Baumm machine had 
taught him one of the laws of the salt: 
never make a major steering correction 
at high speed. Herz heeded the lesson 
and let the Delphin follow its nose— 
smack into a timing light and tripod. 
The timing device was destroyed by the 
180 mph blow but Herz kept the ma- 
chine upright. The next day, calm as 
ever, Herz was ready again. 

In the meantime, though, Mueller, 
with a single warm-up run by way of 
practice, was re-writing the record book 
with the smaller Baumm machine. One 
of the engines he used was a 50 cc two- 
stroke with a new kind of scavenging 
blower—almost as big as the engine it- 
self—designed to pull exhaust gases out 











of the cylinder. Except for this new, 
top-secret development, the engines 
Mueller used with the Baumm I1 were 
scaled-down versions of NSU’s fine but 
conventional 125 cc racing power 
plants, with vee-inclined valves and 
dual overhead camshafts driven by a 
shaft and bevel gears, and with roller 
bearings in all the high-revving friction 
areas, 

But nothing else about the machines 
was unconventional. Asked how it felt 
to ride it, Mueller said, ‘It’s a lot like 
the old Auto Union. With that car your 
ability to gauge by feel and vision what 
the car was about to do was reduced by 
about 50 percent. In this respect the 
Baumm is similar—as in the 3-liter Auto 
Union you sit at the mid-point of the 
vehicle. And it has other quirks all its 
own. The steering, with your hands very 
low, beside your hips, is hard to get 
used to. The machine always wants to 
go straight, but because of the small 
wheels and the low center of gravity, 
it’s terribly sensitive to the slightest side 
wind. When you close the throttle it 
seems as if the machine will never slow 
down. Its wind resistance is so low that 
you think it will go on rolling at top 
speed forever. The oddest thing about 
the Baumm is that when you close the 
leg flaps you're all alone, completely 
cut off from the outside world. 

Evidently Herz had a similar feeling 
about riding the Delphin with an en- 
closed canopy. Even though the new 
Delphin had a wind drag factor of 0.15 
with the canopy and 0.19 without it, 
Herz couldn't adjust to the idea of be- 
ing totally encapsulated at high speed. 
When he left the pits on the morning 
of August 4 for the successful world’s 
record run, he was crouched on the Del- 
phin equipped with an eccentric-vane- 
blown 500 cc engine — but with no 
canopy. 

From the point of view of the record 
book, it obviously didn’t matter. NSU’s 
new record is a healthy improvement 
over the old one, and chances are it will 
stand for a long time. If other manu- 
facturers begin to challenge it, though, 
NSU still has a fistfull of aces in the 
hole. One of them is the canopy; a less 
claustrophobic rider than Herz could 
undoubtedly wring many more mph 
from the Delphin, even with, as for this 


run, the heavy, 17-year-old 500 cc en- 


gine. 

By far the most impressive of NSU's 
hole cards, though, is tlie Baumm de- 
sign. Tests have proved that any engine, 
taken out of the excellently-streamlined 
(by ordinary standards) Delphin and 
installed in the Baumm, would be good 
for a 50 percent improvement in top 
speed. What this means, not only to 
NSU record attempts, but to the field 
of aerodynamic techniques in general, 


time is bound to tell. ee 
Griff Borgeson 









JOMAR MAIL 


with 1098 cc Coventry-Climax Engine 


ENGINE: 76 B.H.P. Climax 
Optional: 85 B.H.P. available 


TRANSMISSION: 4-speed forward, open prop shoft, spiral CHASSIS: Tubular. Weight, 984 
bevel driving thru articulated half shofts. ibs. Four optional axel ratios 


’ Complete with head rest and 
= O7S7 1 {4 tonneau cover. Write for des 
criptive folder. 


52-56 Merrimack St. Manchester, N. H. 


FOR SALE: JOMAR MK II 1172 cc. Car in top condition. $2,500. Also: Allard LeMans, 
special fuel injection, just completely rebuilt. $3,900. 


SUSPENSION: Trailing arm and torsion bars front and rear. 


TIRES: Racing type. Wire wheels and 11” turbo-finned drums. 
BODY: Aluminum-alloy. 

















“AMERICA’S SAFEST HELMET” 
SHOC-SHELL 


Approved by SCCA, NASCAR, 
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out more than adequate illumination 
when backing in unlit areas. 

You can have your choice of a bench 
type front seat or two bucket seats in 
your 220; the rear seat takes two with 
loads of room, and three can be car- 
ried in complete comfort. The backs 
of the bucket seats are adjustable to 
three positions, and on request, you 
can have completely reclining seats. If 
you want any special item or special 
paint, chances are you will find it on 
the accessory list which includes a sec- 
ond spare, leather upholstery, head 
rests, sliding roof, and the latest type 
Becker radio which makes most other 
sets look silly. FM, AM, complete short 
wave coverage, plus an automatic tun- 
ing device make the Becker the ulti- 
mate in car radios. 

The trunk of the 220 is fantastically 
large; it seems to swallow up with ease 
a never ending supply of suitcases, odd 
bags, camera cases, and all the odds 
and ends that accumulate on a long 
trip; you always seem to be able to 
cram that one last item into the trunk 
without bending the lid. Space is set 
aside for a second spare tire if desired, 
and the jack and tools are mounted 
in a special spot. 


There have been three 220 models 
to appear since the car first made its 
debut at Geneva in 1954. The latest is 
by far the best yet. Dubbed the 2208S, 
she comes equipped with dual Solex 
downdraught “compound” carbure- 
tors, the second throat of each carb 
opening only when the gas pedal is 
floor-boarded. Horsepower of the six 
cylinder overhead cam engine has been 
boosted from 92 to 112 bhp. Minor re- 
finements have been made to the 
clutch and gear train; the engine and 
gear box are now mounted by four 
rubber mounts onto the “sub-frame’”’ 
which includes the front end and steer- 
ing box. This “sub-frame” can be un- 
bolted and wheeled out separately 
from the rest of the car for service. 
The body itself is in unit with the 
chassis, and on the assembly line the 
front and rear ends are laid onto the 
line first, then an overhead crane low- 
ers the body and as it is settled around 
the suspension, the prop shaft is in- 
serted and both ends are bolted tight. 

What is the 220 like to drive? Well, 
first of all the car is not a fantastic 
accelerator when lined up with the 
latest 225 hp Ford at a red light, but 
she handles, and this is the real beauty 
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of the beast. You have a fully syn- 
chronized four speed gear box which 
is sheer velvet to manipulate and the 
modest little six cylinder mill works 
wonders when used properly. The lat- 
est 220S will stay up with all Porsches 
(except for Carreras of course) and 
when it comes to cornering, it will go 
in deeper and come out better than 
anything we can produce over here. 
This is due to two basic reasons: The 
car’s swing axle independent rear sus- 
pension allows complete road adhesion 
even when cornered on the extreme. 
Secondly, the 220 is famous for its 
brakes. Equipped with the German 
ATE servo booster and with A\l-fin 
drums on the front and finned drums 
all the way around, the car will stop 
quick even when fully loaded. On a 
very bumpy road pot holes and dips 
are leveled out and never once in our 
entire trip (which included Belgian 
pave surfaces) could we get the car 
to bottom. The 220 can be driven as 
hard as a sports car when desired, or 
it can be driven leisurely as a normal 
four door sedan in traffic. Standing 





In pinch, trunk can carry two friends. 


Starts are easily made on the level in 
second gear, and you can lug it down 
in third gear to 10 miles an hour — 
step on the gas and it takes up the 
slack smoothly without protest. 

The new 2208 has better accelera- 
tion than its predecessors, but this is 
not as noticeable as is the better top 
speed of an honest 100 miles per 
hour. When you floorboard the gas 
pedal, you do feel an extra surge as 
the second throat on the two carbs 
open up. Under hard cornering the 
car’s behavior is not alarming — per- 
haps only to onlookers, for the rear 
portion of the car seems to raise up 
considerably and the swing axles take 
on an unusual angle, but from the 
driver’s seat you feel that you're in 
complete control of things. Four and 
a half turns from lock to lock don’t 
make the car a fast steering TC, but 
it can be drifted with a minimum of 
strain and sweat due in large part to 
the excellént feel of the steering. No 
road shock, no nothing. You merely 
steer into the corner under power and 
about the time you think the rear 
end should break loose, you’re through 
the corner and headed home. Ex- 





tremely fast speed shifts are not pos- 
sible with the steering column gear 
shift, expressly for that reason stock 
shifts were installed on all of the fac- 
tory 220’s taking part in the Mille 
Miglia. But you'd have to be a real 
friend of Karl Kling’s to have this 
item on your own 2208; Mercedes 
feels that the car is a touring machine 
and no sportswagen. 

As I say, this car is no fireball when 
held up to a Ford Interceptor or 
power-packed Chevy, and any stop- 
light Barney Oldfields in the. market 
for a new family car should look else- 
where. But in this new 220S you have 
all the performance you could ever 
want under normal driving conditions; 
popped into third gear, the car will 
enable you to pass safely on two and 
three lane highways— yet with this 
modest performance, you still have 
economy. Even on our long 3000 mile 
trip during which we traveled for the 
most part over 65 mph, fuel consump- 
tion never dropped below 18 mpg. 
The 220 will cruise effortlessly at 75 
and 80—even at this speed with all 
the windows rolled up it is remarkably 
quiet for the passengers, and after any 
long day’s drive, you always feel beat, 
no matter what car you drive, but 
never in all my driving experience, 
have I felt better at the end of 12 
hours on the road, as I have when I 
climbed out of the 220. 

The ventilation and heating system 
is beyond criticism. Both temperature 
and the amount of incoming air can 
be regulated from either side of the 
car. Small outlets at either end of the 
dash direct air onto the side windows, 
thus preventing condensation from 
forming on those areas which are all 
too often fogged up when sideways 
vision is needed. The only real com- 
plaint that we had with the car was 
the design of the door latches; we kept 
catching our sleeves or pockets on the 
finger that goes into the door lock 
itself, and rear seat passengers were 
getting their clothes greasy as they slid 
into the seat passing over the rear door 
latch. Windshield washers, electric wip- 
ers, a complete tool kit are all stand- 
ard equipment; and naturally all 
jacking points are conveniently locat- 
ed at four positions on the body. None 
of this business of fooling around 
underneath the car with a slippery 
bumper or axle jack on a dark and 
rainy night. 

Summed up, the latest Mercedes 
220S is a car for the man who wants 
something more for his money — some- 
thing that will last a lifetime and 
be a real joy to drive. There is no 
automobile made today that gives a 
greater feeling of complete solidity 
and pure unadulterated quality with 
performance. J.A. 
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cooler plus a complete block and radia- 
tor cleaning job. 

When you drove a Twelve you had to 
keep the design liniitations in mind. It 
was made to perform wonders at low 
speeds, but steady, flat-out driving was 
not healthy. One Packard test driver 
told me that he gave the big cars their 
failure tests on the proving grounds. 
The Twelve could be held wide open— 
about 103 mph—for about 1,250 miles 
but no longer. At that point the rods 
began to clamor for attention. 

The Mechanical brakes were another 
item to keep in mind. When new they 
were great; when they were worn and 
the weather was wet, a San Francisco 
hill was not the place to be. I pulled 
out of the Mark Hopkins hotel on top 
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Classic grille—distinctive mark of car. 








of Nob Hill one rainy night and made 
the nearly fatal error of taking the 
shortcut down Mason Street. The right 
rear wheel locked at the first touch on 
the brakes and three tons of Packard 
slid, rolled and skidded down one of 
America’s steepest grades. To compli- 
cate matters, the transmission was worn 
and couldn't be held in low gear unless 
considerable pressure was applied to the 
shift lever. We reached the bottom of 
the hill in a broadside slid2 and a state 
of extreme exhilaration. 


Bugs 

Throughout the car there were luxu- 
ry gadgets that would, in time, quietly 
cease to function. Take the Bijur lubri- 
cation system, if you will. This theoreti- 
cally insured intermittent lubrication of 
springs, a few other chassis points, and 
the clutch throwout bearing. A bottle 
of heavy oil was clamped to the firewall 
in the engine compartment and from 
this bottle there ran copper tubes to 
the required points. This was all very 

(Continued on page 6é } 


book review 


RACING SPORTS CARS 


By Louis Klementaski and Michael Frostick 

Hamish Hamilton, London, 90 Great Russell Street, W.C. | 
Distributed in U.S. A. by leading automotive booksellers. 
$4.00 


PAIR of outstandinz books on motor racing have appeared recently 

in England, both the result of the combined efforts of Louis Klemen- 

taski, top racing photographer, and Michael Frostick, a well-known 
British motoring writer. The first volume, titled “Drivers in Action,” appeared 
last year and is a photographic study of the high speed attitudes of 13 post- 
war continental racing drivers; the shots are nothing short of fantastic and it 
goes without saying that this book should be on the shelf of every follower 
of the sport. Now, a companion piece to “Drivers In Action” has just been 
published. 

Titled “Racing Sports Cars,” it is an attempt on the part of the authors 
to trace the development of the “racing sports car” as it has evolved out of 
designs laid down prior to the war; by means of photographs, the book brings 
home a point that has become all too obvious of late, ie. the very close 
similarity between the prototype racing sports car and the pure, out and out, 
honest-to-goodness Formula car. The authors make no attempt to criticize or 
to pass judgment on this situation but merely illustrate it via Klementaski’s 
photographs. Fortunately, the text of the book is short and to the point — the 
real meat consisting in outstanding action photographs taken at race meets 
in England and on the continent of Europe. 


In the first part of the volume, the author of the text, Michael Frostick, 
attempts to answer the oldest “64 dollar question” in the history of motoring, 
namely: “What is a sports car?” In this discussion, he differentiates between 
the approach towards sports cars of the “Anglo-Saxon” and the “Latin” 
types, remarking that these two schools of thought have endured up to the 
present. The Anglo-Saxon is inclined to think of a sports car as “a touring 
car with various bits lopped off and as many additional horses (as can be) 
extracted from the engine of a basically production model,” while “in the 
more sunny and excitable regions of Europe . . . a sports car was generally 
considered to be any racing car onto which some kind of windscreen and 
mudwings could conveniently be attached.” 

A short history of the current prototype sports racing cars precedes a 
chapter titled: ““Technique” in which the reader finds out how and how not 
to make a Le Mans start. Through the well written and sometimes amusing 
captions he is given an insight into the problems confronting the contempo- 
rary driver. A final group of photographs illustrates pit atmosphere. 

Practically all of the pictures have never been published before, thus 
making “Racing Sports Cars’ by Louis Klementaski and Michael Frostick a 
book that will not be read just once and quickly forgotten but a volume that 
the sports car lover will pick up countless times . . 


. if only to glance at the 
superb Klementaski photographs. 


— Jesse Alexander 











see 
who you 
passed! 


(or who is 
passing you) 


BRIGHAM - ST. JOHN, INC. 
Imported Motor Parts 
WeEbster 8-2724 
7713 Melrose Ave., 
Los Angeles, Calif. 


VW rear-view mirror 

All right, you love her, (the car, 

natch) and this heavily chromed, 

adjustable mirror adds the final q 

touch. No holes to drill, the stem either side of car. Heavily chromed 
F j replaces the door hinge pin. Better -easy to install. Flat or convex. 
ormerly 

BRITISH AUTO PARTS _ 2C Flat $4.50 each 

of So. Calif. 2 880C $5.25 each 1C€ Convex $4.95 each 


Universal fender mirror 

Don’t tear your hair, just get this 
ideal replacement mirror. Rever- 
sible design made to mount to 
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AUTOSHOES, 


for discriminating 
drivers 


These specially designed driving shoes of sup- 
ple black leather have steel plates between the 
ball of the foot and the double sole in order to 
distribute the pressure from the foot pedals over 
a larger area, thus preventing undue fatigue. A 
layer of sponge rubber between the soles cushions 
the heel when walking. The outer sole is con- 
tinued up the heel of the shoe, forming the count- 
er and taking the wear that comes from driving. 
Its flat shape also holds the foot in the correct 
position for pedal operation. The shoes, which 
come in a plastic drawstring bag, are extremely 
light weight (18 oz. a pair) and exceptionally 
comfortable for long driving. Guaranteed to fit 
and to satisfy or your money cheerfully refunded. 
$11.95 ppd in the U.S. Calif. add 4% tax. 


AUTOSHOES 
Box 34639, Dept. T, Los ANGELES, CAL. 

















RATE: 15¢ ~ word. Minimum 10 words. Feb- 
ruary issue closes November 9th. Send order and 
remittance to: SPORTS CARS ILLUSTRATED, 
366 Madison Avenue, N. Y. C. 17. 


FOR SALE 


CUSTOMIZE Your Car—Complete step by step 
instruction booklet, $1.00. Alanne Products, Box 
135, Watertown 2, Conn. 
BUILD Your Own Supercharger — Complete 
lans and instructions, $1.00. Alanne Products, 
x 135, Watertown 2, Conn. 
MAGNIFICENT full color prints. World Fa- 
mous Sports Cars. 6 large 12x14” suitable for 
framing, value over $12, only $1.50 postpaid. 
Borden Publishing Company, 3077 Wabash 
Ave., Los Angeles 63, California. 
55 CHRYSLER 300. Like new; 15,000 miles, all 
red, full power. Never raced or wrecked, used as 
family car. $3500 or will consider trade. Contact 
Chester L. Lewis Jr.; Box 73, Miamiville, Ohio. 
Phone TErrace 1-4976. 
CROSLEY Competition S 
class H with this 750cc ‘‘ 
can build for $200 usi 
Instructions only $2. 
Columbus 7, Ohio. 


AUTOMOTIVE EQUIPME®T 


JAGUAR owners, Healey owners: Stainless Steel 
Flexible Exhaust Tubing Permanent replacement 
between exhaust pipe and muffler. Complete with 
heavy-duty clamps. Healey $5.50, Jaguar $5.95 
ee eet tee Dae 

vi rom ers. ico, P. O. x 
{128:S, Rochester 3, N. Y. 


THE Truth about Speed-Power-Mileage Equip- 
ment. Free Catalog. Write! Almquist i - 
ing, Milford SC2, Pennsylvania. 7 pee 

















ial — Race and win 
oestring Special’’ you 
Crosley components. 
portscar, Box 711-G, 














SPORTS. CAR BODIES 
FIBERGLAS Sports Bodies — Easily bolts on 


Crosley, Fiat, etc. — $295. J , Ford, Chev, 
etc. — $495. Free Brochure. yo cae Engineer- 
ing, Milford SC4, Pennsylvania. 


MISCELLANEOUS 


FREE. plete illustrated catalog, Leather- 
craft kits, supplies. Also aig, Motalevatt catalog. 
Write now for either or both. J. C. Larson Co. 
Dept. 6454C, 820 S. Tripp, Chicago 24. 
BINOCULARS ired, all makes and models. 
Authorized Ba & Lomb, Zeiss, Hensoldt, 
and Bushnell dealer. Tele-Optics, 5514 Lawrence, 
Chicago 30, Ill. 

NOW Dismantli — All types forei cars 
Jaguar, Porsche, VW, MGTD, MGTC, MGTF, 
Alvis, Anglia, Austin, Healey, Counsul, Hillman, 
Jowett, Morris, Renault, ver, Singer, Sun- 
beam, TR-2. All inquiries welcomed. We deliver 
anywhere. Sherman heed Auto Wreckers, 12643 


Sherman Way, No. Hollywood, Calif. 50360 
St.-72567. oT , 
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(Continued from page 65 ) 


fine, but there were no signal lights to 
tell yon when one of the tubes de- 
veloped a blockage. You only knew 
this when the clutch throwout burned 
out. Then there was the headlight cir- 
cuit. The Twelve had four distinct 
light beams, labeled, Park, City, Drive 
and Pass. In addition to these was a 
foot dimmer that operated when your 
main switch was on Drive or Pass. All 
these circuits went through dashboard 
indicator lights as well. When the 
Twelves were new, a good electrical 
repair man could trace through these 
connections if he had a circuit diagram 
to follow. When the Twelves had aged 
a dozen years and many hands had been 





Whether they came through with special 
or production bodies, Packards were 
always dressed the same in front. 


toying with the wiring and all the color 
coding had been eroded away, it was 
considered a major repair victory to re- 
store the legal minimum of the Drive 
circuit and the dimmer switch. 

Women who have driven the big 
Packards like them—except for the steer- 
ing. As long as the car is moving it can 
be turned, but a few times through the 
five turns lock to lock in a parallel park- 
ing situation is a good day’s work. 

Aside from: the steering, the biggest 
Packard was not hard to fit into a park- 
ing place. Though most casual admirers 
consider them huge, they were not much 
larger than a 56 Ford and in some ways 
smaller. The 1933 Twelve had an over- 
all length of 218 11/16 inches; the 56 
Ford is 198 inches long. The '33 Twelve 
was 70 13/16 inches high; the same 
measurement on the '56 Ford is 60 
inches. In width, the Ford has it all the 
way — 75 inches as compared to the 
Twelve’s 717% inches. In wheelbase, the 
difference in design is apparent — the 
Ford puts all this body on a 115-inch 
wheelbase while the Packard had a 147- 
inch wheelbase. The Packard was de- 
signed like a traditional sports car — 
50/50 weight distribution, grille jutting 
just slightly over the centerline of the 
front axle, virtually no overhang in the 
rear. 








Glass area 
One item the designer of the Twelve 


cared little about was visibility. Some 
of the limousine, town car and sedan 
models were not bad, but the conver- 


tibles had the equivalent of a modern 
chopped top. The driver sat well down 
in the front seat, peering out through 
the spokes of the 18-inch steering wheel 
along no less than six running feet of 
high hood. Great fenders rose on each 
side of the hood, so you could estimate 
side clearances, but it was impossible to 
see over the hood. You simply sighted 
along it and hoped nothing was imme- 
diately underwheel. Rear vision was 
negligible unless fender or side window 
mirrors were installed. 

By 1937, Packard had decided that 
the classic design was no longer the 
answer. The Twelve was gradually re- 
tired over the next years and finally 
eliminated. 


Whatever its shortcomings, the Pack- 
ard Twelve was truly a luxury car, a 
symbol of wealth and prestige admired 
all over the world. It was superseded 
technically, as were such other auto- 
motive giants as Locomobile, Stearns- 
Knight, the Rolls-Royce Silver Ghost 
and the Mercedes K, but it remains an 
important figure in its period. 

Jaderquist 
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Excitement © 
this | 
Christmas! 


hat's Neubauer Up To Now? 





What more thoughtful gift to friends 
than a subscription to SPORTS CARS 
ILLUSTRATED this Christmas! 

You'll be giving 12 full months of 
pleasure .. . all the excitement and 
thrills that the sports car world offers. 


No gift is more practical . . . more 
thoughtful than one that keeps arriv- 
ing every month. Make that gift 
SPORTS CARS ILLUSTRATED 
this year! 

SPECIAL GIFT RATES 
First 1-year gift subscription........... 


Second 1-year gift subscription 
Each additional 1-year gift.............. $ 


Each gift subscription will be an- 
nounced by an attractive card naming 
you as donor. 

Fill in and return the prepaid, self- 
addressed envelope found elsewhere 
in this magazine for your own and 
gift subscriptions. List additional gift 
orders on an extra sheet of paper. 
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PV 444 


A Product of Superb 
Swedish Craftsmanship 


The outstanding Volvo PV 444 Sports Engine 
develops 70 bhp at 5500 rpm with a maximum 
torque rating of 75.9 pounds-feet at 3000 rpm. 


A “winner” in every sense of the word, Volvo 





has chalked-up six straight wins in six starts in 


California road races driven by Ron Pearson. 


ECONOMY 


Saat ey ieuahees Enjoy “Big Car Operation” with small car econ- 
omy when you drive the VOLVO. Watch the 

r 7 “ i 0. / =a miserly gas gauge show you up to 40 miles per 
am war ¢ 0 _ = gallon....The splendid Swedish craftsmanship 

| in the Volvo high compression engine permits 

maximum operation with no engine rebore for 
well over 100,000 miles. Overhead valves with 
twin SU carburetors give you “Jet” take-off from 


zero to 92 mph in a mere 45 seconds. 


| COMFORT 


Volvo PV 444 offers comfort for a family of 





five, yet gives you that luxurious continental 
feeling of power and importance. The spacious 
luggage area in the rear is the answer to the 
businessman or family man on routine or ex- 
tended travel. Whether you choose to select the 


PV 444 or the Volvo Duett (Station Wagon ) 
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you will agree that Volvo is in a class by itself 
and is rated the LEADER by sport car enthusi- 


asts throughout the world! 


Volvo sports engine. This versatile 
‘‘work-horse”’ is smartly styled for all- 
purpose performance. 
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For information, write: Dealer Development Dept., 
19170 James Couzens Hwy., Detroit 35, Mich. 
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1217 St. Nicholas Ave. (at 171st St.),N.Y.C. QUGARUT) 403 w. Eighth Street, Los Angeles 14, Calif. 
= Factory: Gothenburg, Sweden we Distributor for the 11 Western States 








The safest, fastest MG ever engineered! 


The Entinely New 





You'll gasp with admiration when you see 

the sleek new lines and brilliant new 

colors of the entirely new MG A. 

And, your appreciation of nimble performance 
and solid roadability will hit a new 

The MG A is a product high when you take the wheel. 

of THE BRITISH MOTOR Yes, in every design and engineering detail, 
CORPORATION, LTD. this superb new model is the smartest, 

Makers of MG, AUSTIN- safest, fastest MG ever made. 

HEALEY, MAGNETTE, 
MORRIS, AUSTIN AND 


RILEY CARS. Represented in thé United States by 


re =— ewe k> & <> 
AUTOMOTIVE CORPORATION 
27-29 W. 57th ST., NEW YORK I9, N.Y. 
Sold and serviced through a nationwide network 

of distributors and dealers. 
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